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SS. Chas. R. McCormick 
In the Intercoastal Service 


McCormick’s Intercoastal 
Vessels Sail Direct from 
Baltimore to the Pacific 
Coast. 


SS. West Nilus 
In the Pacific - Argen- 
tine-Brazil Service 


There is a 














SS. Peter Helms 
In the Coastwise Service 


Next Sailings from 


Philadelphia ana Baltimore 


Philadelphia Baltimore 
SS. **A Steamer’’, Jan. 30 Feb. 3 
SS. Chas. R. McCormick, Feb. 13 Feb. 17 
SS. Felix Taussig, Feb. 27 March 2 


McCormick Office within reach of your telephone 


Oakland BS, Portland 
* = 
LosAngeles ~MeCormick Steamship Company =‘ 
° ———— _ 
San Diego 215 Market St. Tacoma 
San Francisco Astoria 


Vancouver, B. C. 





Philadelphia 
560 Drexel Bldg. 
Phone: Lombard 4360 


New York 
N. Y. Central Bldg. 






Phone: Murray Hill 2-6900 


Baltimore 
Baltimore Trust Co. Bldg. 
Phone: Calvert 6234 


DOUglas 2561 


Pittsburgh 


(Munson SS. Line, Agents) 


Oliver Bldg. 
Phone: Atlantic 1696 


———— 


Chicago 

(Munson SS. Line, Agents) 

Conway Bidg., 111 W. Washington St. 
Phone: State 6828 
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Isthmian Steamship Lines 


ISTHMIAN STEAMSHIP COMPANY 





General Offices: 50 Trinity Place, New York, N. Y. 
Branch Offices: F. HAM 
Herald Building, SYRACUSE, N. Y. Rockefeller Bldg., CLEVELAND, OHIO. Union Trust Bldg., CINCINNATI, OHIO, ? 
Marine Trust Bldg., BUFFALO, N. Y. |, HAM 





DIRECT STEAMER SERVICE _ 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Houston, CHIC: 
Mobile and Pacific Coast Ports 


To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 











New York, Baltimore, Philadelphia, Boston, Portland, Norfolk, and other Atlantic and Gulf Ports, to = 
‘ . Eas 

San Diego, Los Angeles Harbor, San Francisco, Portland, Seattle, Vancouver, etc., and return to ot 
New York, Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. Fe 

li 

Bi-monthly Service to and from Honolulu without transshipment. oe 

For particulars, rates, sailings, etc., apply to Isthmian Steamship Company, 50 Trinity Pl., N. Y. City, or to Ye 

1 

NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, Newport News, Boston, Ca 


New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, Portland, Seattle and Vancouver. ] 


E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom) 
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Responsible— 
Reliable — Reasonable 


228-236 West Fourth Street 


“Surrounded by the Wholesale District” 


Merchandise Storage 
Low Insurance Rates 
Pool Car Distribution 
Freight Forwarders and Distributors 
City Delivery Service, Twice Daily 
Prompt and Efficient Service 
Excellent System of Stock Records 
and Reports 
Members: American Chain of Warehouses, American 
Warehousemen’s Association, Traffic Club of K. C., 


Kansas City Chamber of Commerce, United States 
Chamber of Commerce. 
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Write us for Information and Rates 
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WHERE WATERWAY, RAILWAY, HIGHWAY MEET 


oute it via 


Evansville 


and 


MEAD JOHNSON 


TERMINAL CORP. 


Photograph shows 
method of handling 
materials on skids. 











ERE in Evansville, an important link between 
North and South, this big, modern terminal 
affords strategic storage location and for- 

warding point for all sorts of commodities. 
Barges, railroads and trucks load and unload at 
our doors. Every type of storage is available— 
for a day or a year, as you wish. 


Your goods could not be handled more care- 
fully in your own plant than we handle them here. 
Every consignment reaching us, whether to remain 
for an hour or for months, goes onto skids, and 
there it remains until re-loaded. 


Investigate. Make this terminal a link in your 
shipping chain. Full information will be sent by 
return mail. 


MEAD JOHNSON 


TERMINAL CORPORATION 


J. D. Beeler, V.-Pres. and Gen. Mar. 


1830 West Ohio Street, Evansville, Ind. 





























PHILADELPHIA 
TIDEWATER 
TERMINALS 
G. M. RICHARDSON 
General Manager and Treasurer 
10 CHESTNUT STREET 
PHILADELPHIA, PA. 





AT SMALL COST 
FOR STUPPERS &- DISTRIBUTOR 


3S eS See 
















Be Sain These great deep-water terminals 
>| offer facilities to the merchant ma- 
rine, shippers and consignees of 
export and import cargoes never be- 
fore available in this country. Mod- 
ern buildings, equipped with the 
most up-to-date machinery for the 
es Soe. t | handling of bulk and packaged car- 
ATLANTIC TIDEWATER TERMINALS goes, offer the utmost in safety and 
Sere We Site Suncn New Yack Cart Meneser’ security with the lowest possible in- 
surance rates. Centralized adminis- 

tration, under a management special- 
izing in terminal and warehouse op- 
erations, provides a uniform high 
standard of service to all patrons. 






NORFOLK TIDEWATER TERMINALS 
J. A. Moore, Manager 
Norfolk, Va. 


















There is direct rail transfer except m 
e e ° sit) 
in New York, where the terminal is 
oy . wh 
located within the free lighterage ws 
limits. - 
“_ se gy vee ya COMPANY MERCHANTS WAREHOUSE COMPANY 
. J. Bishop, General Superintendent Malcolm A. Buckey, Assistant Treasurer 
RICHARD D. JONES, Western Traffic Manager : ‘ - 
Seneca and Hamburg Streets, Buffalo, N. Y. 1646 Transportation Building 10 Chestnut Street, Philadelphia, Pa. ves 
Chicago, Ill. 
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Our Platform 


A conference participated in by representatives of 
all interests, as well as government officials and 
economists, for the purpose of determining the facts in 
controversy with respect to competitive forms of trans- 
portation, with a view to setting up a sound and fair 
system, with proper coordination. 

A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 
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A TRANSPORTATION INQUIRY 


T is a matter for congratulation that Congress now 
actually has before it, as told elsewhere, a bill pro- 
viding for an inquiry into the competitive transportation 
situation, with a view to determining whether and to 
what extent other agencies of transportation have an 
wifair advantage over the railroads because they are 
aided at the public expense. 
We have our doubts about the adequacy of an in- 
vestigation by the House committee on interstate and 
foreign commerce, for the reason that the men on this 
committee are not especially competent to conduct it and 
because they are so subject to the influence of politics 
| and the interests of their respective constituents, as they 
: see them. An investigation by an expert body would be 
much more conclusive, but, on the other hand, we sup- 
pose Congress is much more likely to act as the result of 
an investigation made through its own machinery than if 
the inquiry were conducted by outsiders and a report 
submitted to Congress, which would then probably think 
it necessary to investigate the investigators and inquire 


into their report by means of another investigation. 
After all, action is what is wanted and we hope the in- 
troduction of the Rayburn bill will result in something 
that will be worth while. Certainly, some sort of in- 
quiry is needed. 

Mr. Rayburn seems to understand thoroughly the 
points at issue and the ground the inquiry should cover. 
He has stated the case admirably except that—and, 
doubtless, what we are saying here will develop in the 
course of the inquiry, if one is held—we do not see what 
land grants made to railroads have to do with the case 
now. If they were still being made or were now being 
proposed, they would certainly be an “off-set,” as Mr. 
Rayburn calls them, but they are water over the dam. 
Whether they were wisely or unwisely made when they 
were made, they are done with—except that the railroads 
are still paying for them in reduced rates on government 
shipments—and in any intelligent study of present condi- 
tions we have to consider the situation as it is and not as 
it would have been if things had been or ought to have 
been done differently. 





For instance, suppose it is shown that the railroads 
were beneficiaries of free land grants and that they have 
not paid or are not paying sufficiently for them; would 
that at all alter the present competitive condition with 
respect to transportation or change in any way what 
ought to be done, if anything, to equalize conditions? If 
so, how and why? To us it would seem that the argu- 
ment that the railroads in the early days received val- 
uable gifts from the public for which they have not paid 
—even if true—is no more pertinent to the present ques- 
tion than the statement that the railroads, in the early 
days, before regulation and the legal restrictions that 
have been thrown about them, were highway robbers and 
so are not entitled to protection now. If we are to get 
anywhere in arriving at a solution of the transportation 
problem in this aspect of it, we must forget prejudices 
and ancient history and deal with facts and the present. 
If land grants were wrong, then we must not make them 
again; if the railroads sinned in the past we must not 
permit them to do it again; that, as we see it, is the only 
lesson to be learned from the past; now, we want our 
transportation system to function in a sensible, coordi- 
nated way, and that is possible only under a policy fair 
to all its agencies. 
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BASIS FOR MAKING RATES 


In a recent address in Boston, President Atterbury, of the 
nnsylvania Railroad, thus expressed his opinion with respect 


the recommendation of the Commission for a change in the 


te-making, as now provided in section 15a: 


pasis of ra 


The Commission brings out the unsoundness of the present theory 
of rate-making, which aims to establish as nearly as possible a uni- 
frm return from year to year. The weakness of this is that it 
necessitates lowering rates in prosperous years, when business can 
sand higher rates, and raising them in poor years, when business 
can least afford them. With these views and recommendations of 
the Commissin I am heartily in accord. ; : : 
“The Commission also proposes to substitute a different kind of 
yardstick from that now prescribed by the interstate commerce act, 
; be used in determining the earnings necessary to provide a ‘“‘fair 


r ‘” : : 
-_ present wording of the act simply makes the aggregate 


‘value’ of the physical properties of the railroads, either for the 
country as a whole or taken by groups, the base upon which rates 
are to be so adjusted. The Commission seeks to substitute for ‘‘value,”’ 
in the ordinary sense, another measure of more artificial character 
which involves highly complex conceptions in accounting and 


valuation. : ; 
As briefly as I can describe it, the rate base proposed by the 


Commission, to take the place of ordinary ‘‘value,”’ is to be arrived 
at by taking the cost of reproductin, new, of road and equipment at 
1914 prices, add to that the 1914 value of the land, bring the total up 
to date by adding the subsequent net increase in carrier property, 
and then deduct what the Commission terms ‘‘the amount of the 
carrier's depreciation reserve.’’ To this the Commission would add 
“» reasonable sum for working capital.” 

There are various reasons why I do not feel—and I think I voice 
the attitude of railroad executives generally—that we can afford to 
endorse this proposal. I realize perfectly well the tremendous diffi- 
culties involved in determining what real value is, as the word ‘“‘value’”’ 
ig at present used in the transportation act. Nevertheless, it keeps 
us on more or less known ground and continues to relate rate-making 
to the familiar principle recognized by the courts, that companies 
engaged in public service are entitled to be protected from the con- 
fiscation of their properties. 

What the Commission now asks Congress to do is to give legis- 
lative sanction to a base for rate-making purposes which, on the 
precedent of conclusions heretofore expressed by the Commission, is 
something different from ‘‘value’’ as that word is ordinarily under- 
stood, and in that manner might have the effect of depriving the rail- 
reads of their constitutional safeguard. 

In addition, we object seriously to the Commission’s theory upon 
depreciation. The amount of depreciation which the Commission 
wishes to charge off in arriving at its rate base is extremely high. 
We on the railroads, on the other hand, do not concede that a railroad 
property, looked at in its entirety, depreciates at all if its respective 
components are properly maintained and replaced as required by wear, 
destruction and obsolescence—proper accounting for retirements being, 
of course, assumed, 


RAILS SCORE TWICE 


(By Thomas F. Woodlock, in The Wall Street Journal) 


In reversing the Interstate Commerce Commission with re- 
spect to the celebrated “grain case” the Supreme Court has 
nailed down the important principle that the economic condition 
of the railroads is a necessary factor in determining the reason- 
ableness of rates. While this is nothing but plain common sense 
it is well to have it expressed by the highest authority as good 
law. It may be of interest to recall the facts of this case for it 
involves two important principles. 

It Was instituted as a consequence of the Hoch-Smith resolu- 
tion of 1925. That piece of legislation—for it is part of the 
Interstate Commerce law—owed its existence to a drive on the 
part of Congress to “do something” for the farmer. Among 
other things it instructed the Interstate Commerce Commission 
without delay to accord to agricultural products (including live 
stock) the lowest possible lawful rates consistent with mainte- 
nance of an adequate system of transportation. 

Pursuant to this resolution the Commission opened an in- 
vestigation into the rates on grain over practically the entire 
grain-raising territory. This inquiry covered some two years of 
time and produced a volume of testimony and exhibits far ex- 
ceeding that in any inquiry ever undertaken by the Commission. 

The shippers quite generally took the position that it was 

the Commission’s duty to prescribe “minimum reasonable rates” 
on grain and its products, and that the Hoch-Smith resolution 
had changed the law so as to make agricultural products a “pre- 
ferred” traffic. 
_ That this view was at least partly shared by the Commission 
is clear from its action in the “Deciduous Fruit” case decided 
long before the decision in the grain case. In this case it pre- 
scribed rates which were admittedly below reasonable maxima, 
as is shown by separate expressions of individual Commissioners 
concurring in that prescription. The level of the rates pre- 
scribed in the grain case (decided in July, 1930), was clearly 
lower than would have been the case had there been no Hoch- 
Smith resolution. 

Nevertheless, a few weeks before the grain case was decided, 
the Supreme Court annulled the Commission’s decision in the 
“Deciduous Fruit” case and said that the Hoch-Smith resolution 
had not changed the law so as to “prefer” agricultural products 
and very plainly hinted that had it done so it would have been 
void because unconstitutional. The rates prescribed in the grain 
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case were accordingly prescribed as “reasonable maxima,” al- 
though they were plainly very low and appreciably lower in 
many cases than rates prescribed not long before by the Com- 
mission itself. 

They were professedly based upon a “record” which had 
been closed in 1928. The carriers petitioned for rehearing and 
reconsideration and were denied. They took the case to the 
lower court, which sustained the Commission and in August last 
the lowered rates went into effect. Meantime the depression 
had struck. It was estimated that the reductions ordered by the 
Commission would cost the carriers about $20,000,000 in revenue 
and the carriers pointed out that this was disastrous in view of 
the general shrinkage in revenue following the depression. They 
appealed the case to the Supreme Court, which reversed the 
lower court. 

In so doing the Supreme Court (unanimously) again pointed 
out that the Hoch-Smith resolution had not altered the Commis- 
sion’s duties in the prescription of reasonable rates. Further, it 
said that in considering the carrier petitions for reconsideration 
of the Commission’s order the Commission should have taken 
into account the great change in conditions between the time 
the record was closed in 1928 and the time the order was to 
take effect. 

“It is plain,” the court said, “that a record which was closed 
in September, 1928—relating to rates on a major description of 
traffic of the carriers in a vast territory—can not be regarded as 
representative of those conditions in 1931. That record pertains 
to a different economic era and furnishes no adequate criterion 
of present requirements. While the effects of the widespread 
economic disturbance have had a progressive manifestation they 
had been sufficiently revealed in February, 1931, when the sec- 
ond petition was made, to compel the conclusion that the record 
of 1928 afforded no basis for the order of the Commission.” 

The court further said that while the reasoning of the Com- 
mission might be appropriate in relation to ordinary applications 
for rehearing it was “without force when overruling economic 
forces have made the record before the Commission irresponsive 
to present conditions.” 

It may here be noted that the reversal of the Commission by 
the court is in law based upon the Commission’s acting in “arbi- 
trary” fashion in failing to grant the carrlers a hearing on their 
petitions. “In the discharge of its duty, a fair hearing is a 
fundamental requirement,” said the court. This is the Commis- 
sion’s first rebuke in a long time for this violation of law. The 
carriers are granted an injunction against the present rates and 
the case is remanded to the Commission for treatment in the 
light of present conditions. 


It will now be the duty of the Commission to undo its work 
in reducing the grain rates. Presumably the effect of an injunc- 
tion against the present structure would have the effect of re- 
storing the rates as they were prior to the reduction. There is, 
however, a feature of the Commission’s order which is important 
and, at first sight, seems to be desirable. The adjustment— 
irrespective of level—made in the grain case had a distinctive 
merit in that its relations were such as to correspond fairly well 
with the needs of the trade. Furthermore, it was of a character 
such that it could be treated fairly well as a whole, that is, it 
could be raised or lowered as a whole with less disturbance to 
its internal relations than usually accompanies general “hori- 
zontal” changes. It is not at all improbable that a horizontal 
advance of somewhere between 10 per cent and 15 per cent 
would be practicable. This would restore revenues to their orig- 
inal level (assuming traffic conditions equal) and would provide 
a better structure than that which it replaced. Moreover, as 
carrier revenues are under the court’s decision the dominant 
factor in the case it should be possible to accomplish the neces- 
sary change without prolonging hearings and argument. 

Anyhow, two things have been settled; no preference of 
one class of traffic over another will be tolerated by the court, 
and railroad revenues are a necessary element in fixing reason- 
able rates. Carrier counsel are to be congratulated upon having 
established these two principles. 


FINANCIAL RELIEF FOR RAILROADS 


The Trafic World Washington Bureau 


In the course of consideration of the Reconstruction Finance 
Corporation bill by the Senate, Senator Jones, of Washington, 
said he observed that special provision was made by which 
loans might be extended to railroads and inquired whether the 
matter of extending loans to ships and shipping enterprises 
was considered by the committee on banking and currency. 

Senator Walcott said that question was considered, but was 
ruled out “because if we take in steamship companies, we open 
the doors to all sorts of corporations that are outside the con- 
trol of the Interstate Commerce Commission.” 

It was suggested by Senator Jones that provision be made 





PAGE 112 





for loans to ships and shipping lines subject to the approval 
of the Shipping Board. 

“Both our shipping lines and ships are in as desperate 
straits as the railroads can possibly be,” said he, “and it seems 
to me that a provision in this bill similar to that with reference 
to the railroads but substituting the Shipping Board in place 
of the Interstate Commerce Commission would meet the sug- 
gestion as to why shipping companies should not be embraced 
within the purview of the bill.” 

Senator Copeland, of New York, agreed with Senator Jones, 
adding that “the merchant marine is in desperate condition.” 
Senator Dill, of Washington, inquired whether it was not a fact 
that shipping on the seas was relatively as important to the 
trade and commerce of the country as was transportation by 
the railroads. Senator Walcott replied that if the Senate was 
to go into that question, he would say yes, but that it perhaps 
was not quite so relevant to the bill because securities of the 
various steamship companies were not generally held as col- 
lateral for loans, and that therefore he was inclined to think 
that the shipping lines should be treated in some other way. 
He agreed that the shipping lines were in need of relief as badly 
as were the railroads, but he was not sure they fitted into the 
bill “because this bill is primarily intended for the relief of 
financial institutions, and I do not believe that even the rail- 
roads would have been considerd if their securities were not 
held almost exclusively by financial institutions which are suf- 
fering in turn from the decline in the value of those securities.” 

Senator Brookhart offered an amendment the effect of which 
would be to make the chairman of the Interstate Commerce 
Commission, instead of the governor of the Federal Reserve 
Board, a member of the board of directors of the finance cor- 
poration. 

In a discussion of the intent of the committee with respect 
to the scope of the bill, Senator Glass said it was not intended 
to loan a railroad money for operating expenses or for doing 
anything but meeting its maturities in case of inability to 
market new securities in the present depressed state of finances. 
He said the committee expressed that very deliberately. 

By a vote of 62 to 14, the Senate rejected an amendment by 
Senator Jones, to the Reconstruction Finance Corporation bill, 
providing for temporary financing of ships or shipping lines 
subject to the approval of the Shipping Board. Senators favor- 
ing the amendment dwelt on the unsatisfactory condition of the 
shipping business and urged that ships should be accorded the 
same treatment as accorded the railroads under the bill, while 
those opposing the amendment contended that primarily the 
bill was for relief of banks and insurance companies holding 
railroad securities, and that shipping securities did not occupy 
the place in the financial structure of the country that the rail- 
road securities did. 

Senator Glass, of Virginia, called attention to the fact that 
the government had only recently extended aid to shipping 
lines through the mail subsidy and ship construction loans at 
“abnormally low rate of interest,’ whereas the government was 
not doing that for the railroads. Senator Jones said the govern- 
ment had subsidized the railroads and referred to the land 
grants. 

Senator Fletcher, of Florida, after referring to the govern- 
ment aid to shipping, said it seemed to him that, “after we 
have given the ships away, and after we have given contracts 
as we have been giving them, if private owners cannot handle 
that business, they ought to get out of it and let the government 
operate these ships.” In any event, said he, as he understood 
the shipping situation, no ship or ship line would be in a posi- 
tion to offer what was designated in the bill as “adequate 
security.” 


Senator Couzens said the real purpose for including the 
railroads in the bill was to protect savings deposits in the 
savings banks and the funds in the hands of life insurance 
companies invested in railroad bonds. He said he protested 
against the Jones’ amendment “unless we are going to include 
all transportation companies.” He said it seemed to him “we 
are loading up the bill so it will be wholly unworkable.” If the 
amendment were adopted, said he, he would feel required, in 
the interest of his section of the United States, to offer an 
amendment to provide for the lending of money to lake shipping. 
Senator Jones thought his amendment would cover lake ship- 
ping. Senator McKellar said if the bill was extended to lake 
shipping, why not extend it to include river shipping. He said 
boat lines on the rivers were in a very serious condition, too. 

The Jones’ amendment was supported in remarks by Sen- 
ators Copeland, of New York; Shortridge, of California; Stei- 
wer, of Oregon; and Dill, of Washington. 

The Senate passed the Reconstruction Finance Corporation 
bill January 11 by a vote of 63 to 8. 

The House committee on banking and currency has broad- 
ened the scope of the provisions of the Senate reconstruction 
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finance corporation bill with reference to railroads by Striking 
out the word “steam” and bringing within the provisions go the 
bill railroads and railways without reference to the method af 
propulsion. As approved by the House committee the pjj ; 
construed as permitting loans to be made to electric railways 
The House committee bill also provides for loans to railways 
or railroads in process of construction and to receivers of rail. 
roads and railways. 
In debate in the House, Representative McGugin, of Kang 
said everyone knew that the principal part of the Reconstructig, 
Finance Corporation bill was to bolster up the railroads, 4, 
said the railroads were in distress and that they had brougy 
much of their distress onto themselves. “7 
“They have had no regard for the economic law and no 
sense of fair play or decency with their customers, the shipper» 
said he. “They have boldly and defiantly insisted upon reggiy. 
ing as much for hauling a bushel of wheat for which tip 
farmers receive 40 cents as they got for hauling a bushel ¢ 
wheat when the farmers received $1.50 a bushel. The railroa 
management and even the Supreme Court of the United State 
may decree that commodity prices have nothing to do with 
freight rates, but the economic law comes along and shovs jt; 
contempt for such fallacy. Railroads, endeavoring to receive 
the same rates for hauling commodities selling at distresgsg 
prices as were received when commodities were selling at , 
much higher price have destroyed their volume of business” 
Mr. McGugin said custom mills were springing up in his 
section of the country and they were grinding wheat and selling 
the flour to the consumer without resort to rail transportation, 
Likewise, he said, local packing plants were springing up over 
the country and “dodging the freight rates.” 
“The railroads can never right their own house until they 
bring down their freight rates in keeping with commodity 
prices,” said he. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended January 2 totaled 
503,325 cars, according to the car service division of the Ameri- 
can Railway Association. 

Despite the New Year’s holiday, this was an increase of 61, 
736 cars above the preceding week, which period included the 
Christmas holiday. It was, however, a reduction of 111,535 cars 
below the corresponding week in 1931 and 272,430 cars under 
the same period two years ago. 

Revenue freight loading by districts the week ended January 
2 and for the corresponding period of 1931 was reported as 
follows: 

Eastern district: Grain and grain products, 4,783 and 5,153; 
live stock, 1,888 and 2,007; coal, 27,307 and 33,680; coke, 2,218 and 
2,289; forest products, 1,279 and 2,733; ore, 418 and 912; merchandise, 
L. C. L., 39,367 and 44,864; miscellaneous, 42,449 and 45,687; total, 
1932, 119,709; 1931, 137,325; 1930, 171,372. 

Allegheny district: Grain and grain products, 2,262 and 2,321; 
live stock, 1,427 and 1,524; coal, 24,923 and 33,118; coke, 2,203 and 
3,855; forest products, 897 and 1,273; ore, 401 and 338; merchandise, 
L. C. L., 30,784 and 34,515; miscellaneous, 35,562 and 43,792; total 
1932, 98,459; 1931, 120,736; 1930, 156,336. 

Pocahontas district; Grain and grain products, 206 and 211; live 
stock, 63 and 64; eoal, 20,356 and 29,351; coke, 215 and 361; forest 
products, 380 and 576; ore, 44 and 85; merchandise, L. C. L., 4,255 
and 4,692; miscellaneous, 4,140 and 3,910; total, 1932, 29,659; 1931, 
39,250; 1930, 53,799. 

Southern district: Grain and grain products, 2,020 and 2,691; 
live stock, 911 and 1,176; coal, 14,656 and 20,734; coke, 296 and 538; 
forest products, 4,868 and 7,929; ore, 260 and 637; merchandise, 

. C. L., 24,959 and 28,499; miscellaneous, 28,323 and 35,175; total, 
1932, 76,293; 1931, 97,379; 1930, 119,885. 

Northwestern district: Grain and grain products, 4,217 and 7,392; 
live stock, 6,045 and 6,976; coal, 5,565 and 7,897; coke, 684 and 1,093; 
forest products, 2,659 and 5,354; ore, 40 and 188; merchandise, L. C. L., 
17,484 and 20,369; miscellaneous, 16,438 and 19,361; total, 1932, 53,132; 
1931, 68,630; 1930, 88,538. 

Central Western district: Grain and grain porducts, 7,257 and 
10,522; live stock, 6,519 and 7,663; coal, 9,477 and 13,661; coke, 119 
and 140; forest products, 1,681 and 2,982; ore, 857 and 2,378; merchan- 
dise, L. C. L., 21,521 and 23,631; miscellaneous, 28,963 and 38,660; 
total, 1932, 76,394; 1931, 99,637; 1930, 116,159. 

Southwestern district: Grain and grain products, 3,214 and 4,403; 
live stock, 1,451 and 1,576; coal, 4,171 and 5,044; coke, 104 and 172; 
forest products, 1,957 and 3,130; ore, 269 and 351; merchandise, L. C. 
L., 11,138 and 11,639; miscellaneous, 27,375 and 25,588; total, 1932, 49,679; 
1931, 51,903; 1930, 69,666. 

Total, all roads: Grain and grain products, 23,959 and _ 32,693: 
live stock 18,304 and 20,986; coal, 106,455 and 143,485; coke, 5,839 and 
8,448; forest products, 13,721 and 23,977; ore, 2,289 and 4,889; mer- 
chandise, L. C. L., 9,508 and 168,209; miscellaneous, 183,250 and 
212,173; total, 1932, 503,325; 1931, 614,860; 1930, 775,755. 


POSITIONS OF RALPH BUDD 
Ralph Budd, president of the Chicago, Burllington & Quincy, 
has asked the Commission for authority to hold the position 
of director of the Gulf, Mobile & Northern and the New Orleans 
Great Northern, to take the place of Frederick E. Williamson, 
resigned. The Burlington owns a minority interest in the cap- 
ital stock of the G. M. & N., according to the application. 
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Current Topics in 
Washington 


Ee 


Americans look in the wrong di- 
rection, it might be suggested, when 
they turn their gaze toward Europe 
seeking justification for their chills 
about financial conditions. A Washington newspaper has taken 
the trouble to tot up the amounts proposed to be appropriated 
in bills already introduced at this session of Congress. Though 
the session is only little more than a month old, the total is 
$29,028,000,000—and only those bills calling for $1,000,000 or 
more were counted. The Jones rule for disposing of fractions 
would have made the task too complicated. 

That sum, it was estimated, would be spent in five years 
were all the bills to be passed, in addition to the annual ap- 
propriations, running to about $4,000,000,000, known as the 
pudget. 

. comparison With the sums the congressmen suggest as 
proper appropriations, the sums Europeans are proposing to 
take from us become comparatively small change. 

Of course, few, if any, such appropriations will be made 
this year. Sooner or later, however, unless the average Ameri- 
can gets himself organized, every supposedly crazy project car- 
ried in the pending bills will be adopted. Log-rolling will result 
in pork barrels. The Bureau of the Budget, one of the few 
things adopted by this government looking toward the preven- 
tion of waste, is about as effective against waste as a bundle 
of straw to hold back the Mississippi. 

Nearly every bill proposing the appropriation of money is 
backed by a coterie of men and women intent on “saving the 
country.” They are really good citizens, but they cannot see 
that what they are proposing is really harmful in that there is 
not money enough in the world to do all the good things that 
might be done. They have no sense of perspective. Most of 
the things proposed would be the spending of about $2 to 
save one dollar or the investment of a dollar that would bring 
back only 90 cents. 

The tendency of small groups interested in various bits of 
legislation is to coalesce into larger ones. Out of such coalitions 
have grown river and harbor and public building pork barrel 
bills. There are good projects in each of those bills. But to 
assure their passage it is necessary to include many projects 
of doubtful value, which, in the last analysis, means no value. 
But projects of that sort have to be taken in so as to assure 
votes enough to obtain passage. 

There are dozens, if not hundreds, of post office buildings 
throughout the country that are a useless drain on the treasury. 
They had to be included in bills providing for needed buildings 
or the needed ones would not have been provided. 


“I want my share,” is the motto of the average member 
of Congress. He really means: “Give me a piece of that 
money or J’ll break the game.” His “share,” based on the 
amount of business done by the post office in his home town, 
would be nothing, because an appropriate building could be 
rented for what the government will pay for light, heat, and 
janitor service in a building constructed with government 
Money. But the man who demands his “share” has a vote that 
is needed, so his project is included in the omnibus public 
building bill. 

Representative Connery, of Massachusetts, proposes $3,000,- 
000,000 for old age pensions. Those who may have accumu- 
lated a little property with a view to avoiding the poor house 
in their old age—that is, have laid the foundation for pensions 
for themselves out of their own pockets—would be taxed to 
previde pensions for aged persons. That looks like kind-heart- 
edness. But how about calling on the man or Woman who has 
laid up a little for old age for money to provide pensions for 
some they knew years ago as the makers of whoopee whenever 
there was a windfall or an increase in salary. 

Billions are proposed for “construction of public works,” 
highway construction, and Representative Lankford, of Virginia, 
thinks there should be a “general welfare department” with 
an appropriation of $5,000,000,000. 

Of course, the introduction of a bill is a method whereby 
a member of Congress gets himself some advertising, without 
expense to himself, in his home town and sometimes even in 
metropolitan newspapers. He does not expect the measure to 


Making Whoopee with 


american Dollars 
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be taken seriously, but, in the course of time, there is a coali- 
tion around an idea and then wings are grown for more of the 
dollars of the otherwise fortunate American citizen. 





It seems to be a nice little now- 
you-see-it-and-now-you-don’t-see-it game 
that the Supreme Court of the United 
States has set up by its decision in 
Atlantic Coast Line Company et al. vs. United States et al. (See 
Traffic World, January 9, p. 66.) That case grew out of Re- 
striction in Routing in Connection with the Georgia and Florida, 
165 I. C. C. 3. It affords new food for talk among lawyers. 

In substance, in this Georgia and Florida routing case, the 
court says that the Commission may prescribe conditions, when 
it allows one carrier to acquire another, that will have the 
effect of depriving it of the long haul, notwithstanding the 
provision of section 15 (4) intended to prevent the prescription 
of through routes that did not include substantially the entire 
line of a participating carrier between the termini of such 
routes. In the Subiaco routing case (278 U. S. 269, 49 S. Ct. 
Rep. 133) the court extended the meaning of the protective 
language way beyond what the Commission thcught it meant. 
Prior to that time, the Commission, in the Ogden Gateway 
Case (35 I. C. C. 131), held that, where it had not the power 
to establish a through route, it had not the power to prevent 
the closing of routes not within the limits of section 15 (4), no 
matter how long such routes had been in use and how con- 
venient they might appear to be to the public. 

Now comes the court to say that, when one carrier asks 
to acquire another, the Commission may require, as a condition, 
that the applying carrier surrender a right under section 15 (4) 
to pay for the privilege of merging. It must, some of the law- 
yers think, hold itself out as ready to join in such short-hauling 
routes, not only for the lines in existence at the time, but for 
lines thereafter built. The Georgia and Florida line, involved 
in this instance, was not in existence at the time the grant 
was made, but it was well known to be pushing its rails up 
toward a position where it could use a route over the reserved 
Clinchfield open route. 


Routing Restrictions 
Peek-a-boo Law 





‘ Oliver Wendell Holmes, nearly 
Oliver Wendell Holmes ninety-one years old, this week resigned 
Bows to the Inevitable 48 4 justice of the Supreme Court of 

the United States of America on ac- 
count of the condition of his health, which, he said, made it 
a duty “to break off connections that I cannot leave without 
deep regret after the affectionate relations of many years and 
the absorbing interests that have filled my life.” But the time, 
he said, had come, “and I bow to the inevitable.” 

A Supreme Court without Oliver Wendell Holmes, maker 
of pungent observations and writer of opinions in language as 
sharp and biting as colloquialisms, to this generation, is not 
the Supreme Court. For thirty years he has helped give the 
country the true interpretation of statutes -and principles of 
law in a kindly manner full of sympathy for the common man 
with not a sign of bowing his head to powerful influences. 
Intensely human, Holmes, in many of his utterances from the 
bench, took the liberal view that the law was made for man 
not man for the law. Naturally, he has been called a progres- 
sive. It would not, however, be accurate to think of him as 
being of that type of “progressive” whose mind harks back to 
things that were condemned by experience centuries’ ago on 
the erroneous assumption that their adoption now would be a 
mark of progress. 





It may be that the Chicago, North 
Shore and Milwaukee’s ferry truck 
service between Chicago, on the one 
hand, and Racine and Milwaukee, on 
the other, is the answer of the rail- 
road to the unregulated competition 
of the truck and water lines. Examiner Koch, in a report in 
No. 21723, in the matter of container service, devoted wholly to 
the service of that electric carrier (elsewhere in this issue), 
found nothing wrong with what the electric road had been doing. 
Throughout the report the matter is treated sympathetically. 
The railroads, probably, if polled, would say unanimously that 
the Commission, in its report in the Container Case (173 
I. C. C. 377), in which it dealt with the efforts of some railroads 
to deal with motor truck competition, was not sympathetic. 
They probably would go to the extent of saying that, in dis- 
posing of that case, the Commission prescribed conditions for 
their service impossible for them to meet and remain in the 
business. 

The thought that, perhaps, the ferry truck service is the 
answer of the railroads to the challenge of the unregulated 
motor truck and water line, it is believed, is backed up by the 
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testimony in the motor vehicle inquiry conducted by Attorney- 
Examiner Flynn, with respect to a similar servcie on the Cin- 
cinnati and Lake Erie, another electric line. That road, like 
the North Shore, showed that it had increased its business by 
hauling truck bodies on flat cars. Eastern railroads have also 


abl of the pride of the older classification com- 
mittee members who see the work of years crumbling before 
the flood let 1668e by the motor truck. 

n connection wi e arguments that have been made, in 
brief, in the North Shore inquiry, it is worth noting that the 
North Shore contends that a low rate cannot be in violation 
of the first section of the interstate commerce act, as has some- 
times been argued by those who have protested against low 
rates. Examiner Koch, in his report, says about the low rates 
of the North Shore that they do not cast a burden on any other 
traffic but, on the contrary, seem to yield some profit. The 
North Shore contended that the prohibitions in that section 
were against excessive rates only, and says that, because a 
rate is less than a maximum reasonable one, does not condemn 
it as unreasonable, thereby answering an argument that is 
frequently suggested that a rate could be condemned as being 
unreasonably low. 


Americans inclined to point the finger 
of scorn at Europeans because the latter 
are talking of repudiating debts owing us, 
might do well to examine the history of 
some states of this Union on that point. 
They can omit debts created to carry on 
the war between the states and still find that several of the 
states have not the best record on earth as to paying their 
debts. 

Debts repudiated were incurred in aid of railroads and 
banks in the great boom that began in the early days of the 
third decade of the nineteenth century. Then, as in 1928 and 
1929, hilariously optimistic people bought things on the the- 
ory that, if they did not buy then, no matter how high the 
prices, they would never be able to obtain equities in lands 
and stocks. The bubble burst in the panic of 1837, when farms 
in North Carolina are reported to have been sold at not more 
than two per cent of their value. Repudiation resulted from 
a feeling of the people of some of the states that they had 
been deliberately duped and swindled by bankers and promoters. 
Repudiation, regardless of how well warranted it might have 
seemed on grounds of fraud, it is believed, held back for years 
development of some of the states, outside capital being un- 
willing to run the risk of default or deliberate repudiatjog. 
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ommissioners, has made the following compilation as to action 
taken by state commissions with respect to increases in intra- 
state rates to the same extent as authorized by the Commission 
in Ex Parte 103: 


In Illinois, the Illinois Commerce Commission granted Illinois car- 
riers authority to increase intrastate freight rates and charges by 
amounts corresponding to interstate increases allowed by the Inter- 
state Commerce Commission in Ex Parte 103, upon five days’ notice, 
subject to the Commission’s power of suspension. 


In Alabama, the increases have been permitted effective January 
4, 1982, except that sanction is not given to any increase of fertilizer 
rates. Such rates were prescribed for intrastate application by the 
Interstate Commerce Commission in a thirteenth section proceeding 
and are held under a federal order. The Alabama commission leaves 
those rates as they are. 

In Georgia, the 
fourth instant, except increases in rates on sand, gravel and crushed 
stone. Those rates for intrastate application were prescribed by 
the Interstate Commerce Commission in a thirteenth section pro- 
ceeding, and, like fertilizer rates in Alabama, are held under a federal 
order. The Georgia commission leaves them untouched. 

In Maine, authority has been given to make the increases effective 
on one day’s notice. 

In Maryland, carriers have been permitted to file tariffs effective 
January 4, 1932, ‘‘subject to investigation and correction upon com- 
plaint or on the Commission’s own motion under the provision of the 
public service commission lawW, as if this order had never been passed.”’ 

In Michigan, authority has been given to make the rates effective 
on two days’ notice, but not earlier than January 6, 1932. The order 
provides: ‘‘That this order shall not be construed in any manner 
as any indication that the commission is passing upon the reasonable- 
ness or unreasonableness of said tariff of emergency charges and 
supplements hereby permitted to be published, filed and made effec- 
tive hereunder.” 

In New Hampshire, the increases were authorized on December 
31, 1931. My information is taken from the press and lacks detail. 

In.Qhig, the increases have been authorized effective on three days’ 
notice on or after January 4, 1932, subject to the following excep- 
tions and reservations: 

(1) The surcharge on agricultural 
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coated slag; paving brick or block, 
6 cents per ton. 

(2) The surcharge: on agricultural and fluxing lime; agricultura) 
lime; and roasted or burned dolomite, in carload lots, shall not €Xceeg 
1 cent per 100 pounds AAALAC 


in carload lots, shall not eXcee4 












e arge on flue dust; sinter pipes (iron or steel): 
blooms (iron or steel); ingots (iron or steel); ingot molds (iron ¢, 
steel); ladle skulls; skelp (iron or steel); slabs, unfinished (iron 9, 
pong and pig molds, in carload lots, shall not exceed 12 Cents 
per to ———— : : acura cea 
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here existing freight rates on any of the commodities herein § 


involved are named in amounts per ton, the increases or Surcharges 
herein authorized, shall apply on a per ton basis, net or gross a 
rated in t riffs now..in effect...*.*..* ‘ pemvamaemncseeseisnse : 


s further ordered, that nothing herein shall prejudice any pro- 
ceeding now pending before this Commission involving the reasonable. 
ness or lawfulness of any freight rates and charges and the resulting 
rates in any respects will be subject to complaint, investigation and 
determination as to the lawfulness of particular rates or schedules of 
rates, as provided by law. 

In Arkansas, the carriers’ 
January 26, 1932. 

In Colorado, the increases were permitted to take effect January 
4, 1932, on one day’s notice. i 

In Oklahoma, the carriers’ application for authority to make intra. 
state advances corresponding to those allowed interstate in Ex Parte 
103 has been set for hearing January 13, 1932. 

In Pennsylvania, increases corresponding to those allowed inter. 
state in Ex Parte 103 were permitted to become effective on January 
4, 1932, on five days’ notice. ‘ 

In Texas, such increases were permitted to become effective Janu- 
ary 4, 1932, except on less than carload or “any quantity traffic” and 
except also on mileage rates on refined petroleum products. The 
increases which were authorized are subject to the proviso that if 
“as applied to some specific commodity or rate adjustment some 
revision * * * is necessary in order to avoid a manifest and serious 
injustice’’ petitions relating thereto ‘‘will be given due consideration 
and this cause will be held open on the docket for that purpose.” 
By the commission’s order, the increases authorized will expire at 
midnight, March 31, 1933. With respect to the L. C. L. rates, not yet 
acted upon, the Texas commission has ordered a hearing thereon 
for January 9, 1932, at which time it will consider the desirability 
of requiring similar advances applicable in the corresponding rates of 
motor carriers and interurban express companies. 

In Iowa, on December 28, 1931, leave was granted to make the 
increases effective on five days’ notice. 

In Mississippi, carriers’ application has been set for hearing Janu- 
ary 12, 1932. 

In Missouri, 
1932. 

In Oregon, 
January 4, 1932. 
without detail. 

In South Dakota, carriers’ application has been set for hearing 
January 8, 1932. 

In Virginia, the advances have been authorized to become effec- 
tive January 18, 1932, except as to rates on leaf tobacco, unmanu- 
factured, any quantity; peanuts, raw; dolomite, ground or pulverized; 
ground limestone, for acid soil treatment; pulp wood; chestnut ex- 
tract wood; lime, all kinds; fertilizer or fertilizer materials, all kinds. 
The advances are permitted subject to complaint, investigation and 
determination as to reasonableness, as provided by Virginia law. 

In West Virginia, where leave to file tariffs effective on short 
notice, subject to suspension and hearing, was granted, the Com- 
mission has ordered a hearing upon all increases on January 14, 
1932, and pending such hearing and decision has suspended the ad- 
vances in rates on coal and coke. 

In Montana, carriers’ application to increase 
charges has been set for hearing January 18, 1932. 

In North Carolina, the increases allowed interstate in Ex Parte 
103 have been allowed effective February 1, 1932, subject to complaint. 

In Washington, like increases were allowed by an order entered 

December 17, 1931. 
In Wyoming, like increases were allowed effective January 8, 1932. 
In New Mexico, the tariffs filed by the carriers making such cor- 
résponding increases having taken effect, the commission has sent 
a full statement of all such increases to chambers of commerce and 
associations of shippers throughout the state, advising that the re- 
sulting rates are subject to complaint and investigation. In New 
Mexico the commission’s powers are limited by the constitution. It 
can not suspend a proposed tariff, and the burden of showing un- 
reasonableness of any increase rests upon the commission, or upon 
parties complaining. This was held by the Supreme Court of New 
Mexico In Re Coal Rates in New Mexico, 171 Pac. 506, decided Feb- 
ruary 16, 1918. That was a case in which the Commission attempted 
by order to suspend increases till the carriers should show them rea- 
sonable. Accordingly the commission’s notice aforesaid calls upon 
any party complaining of any increase to be prepared ‘‘to show the 
reasons why the rates are unreasonable or discriminatory.” 


It is understood that the Ex Parte 103 increases also have 
ecome effective intrastate in New England territory and in 
ew York and Indiana. ; 


application has been set for hearing 


the advances were authorized effective January 4, 


the increases were permitted to become effective 
This information is taken from the press, and is 


intrastate freight 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period De- 
cember 23-31, inclusive, was 750,696, as compared with 699,571 
cars the preceding period, according to the car service division 
of the American Railway Association. It was made up as follows: 


Box, 342,881; ventilated box, 2,057; auto and furniture, 56,394; total 
box, 401,332; flat, 27,521; gondola, 166,117; hopper, 102,552; total coal, 
268,669; coke, 1,096; S. D. stock, 28.190; D. D. stock, 5,219; refrigerator, 
15,846; tank, 590; miscellaneous, 2,233. 


Canadian roads reported a surplus of 45,965 chars, made up 
of 36,700 box, 4,200 auto and furniture, 1,975 flat, 950 gondola, 
1,300 S. D. stock, 100 refrigerator and 740 miscellaneous cars. 

Car surplus statistics have been prepared four times a month 
by the car service division. Hereafter they will be prepared only 
twice a month. 
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BUILDING MATERIAL RATES 


The Commission, by division 2, in I. and S. No. 3614, build- 
ing material from, to and between southern points, in a report 
wrirtten by Commissioner Tate, has found not justified the 
proposed rates on building material, carloads, between points 
in southern territory and between points in southern territory, 
on the one hand, and destinations in official and western trunk 
line territories, on the other, but without prejudice to the filing 
of new schedules in conformity with the findings in the report. 
The carriers proposed to apply eighth class rates, 30 per cent 
of the first class rates, minimum 30,000 pounds on the material, 
sometimes called millwork or house trim, made of native wood, 
in the white or the rough, in straight or mixed carloads, or in 
mixed carloads with other specified articles such as millwork 
taking the lumber rates, roofing, brick, cement, and lime within 
the south and between points in the south and official territory. 

No rates were proposed between points in Virginia and 
North Carolina, on the one hand, and points in trunk line and 
New England territories, on the other, no class rates having 
been prescribed for the areas described in the southern class 
rate revision. Instead it was proposed to apply the rates from 
group No. 5 (Gastonia, N. C.) as maxima between such points. 

The carriers also proposed to revise joint commodity rates 
on the same commodities, between points in southern territory 
and points in western trunk line territory with relation, ac- 
cording to the carrier claim, to the rates between southern 
points and Chicago, Ill. Screen doors, screen-door frames, win- 
dow screens and window-screen frames were not included in 
the list of articles covered by the proposals. 

The Commission found an unsatisfactory situation at Birm- 
ingham, Ala., resulting from a proposed 34-cent rate as a propor- 
tional on wooden building material originating beyond Memphis, 
Tenn. Commissioner Tate said that while a legal basis for a find- 
ing of undue prejudice to Birmingham appeared to be lacking, 
nevertheless the Commission was convinced that the carriers had 
failed to justify the proposed proportional. He said that if 
the 34-cent rate were assumed to be a fair and reasonable local 
rate, it would seem to be not fair and reasonable as a factor in a 
combination on traffic from the Pacific coast group that had 
already moved 2,500 miles. 

The Commission said while the proposal of 30 per cent 
first class rates had its approval, the adjustment-as a while, f 
various reasons, had not been justified. The reasons for that 
finding, in part, follow: 


First is respondents’ failure to introduce evidence in respect to 
screen doors and window screens. As already stated, it is proposed 
generally to apply the fifth-class rates on screen doors and window 
screens, minimum 18,000 pounds. These are 45 per cent of first class. 
From Memphis, however, notwithstanding that the minimum is lower 
than on the building-material list, respondents propose 27.5 per cent 
of first class. ... 

Second is the failure of the carriers to publish the 30 per cent 
basis on glazed sash and doors unless they constitute 60 per cent 
or less of the contents of a mixed carload. There seems to be no 
sound basis for the distinction between the glazed and unglazed 
— No such distinction is now made in this territory or else- 

. er 

Third is the failure to accord lower rates on knocked-down win- 
dow and door frames than on the other articles in the building- 
material list. We have already commented on this. The rates on 
— articles should be made no higher than 22.5 per cent of first 

Ss. 

Fourth is the lack of evidence concerning rates from western 
trunk-line territory. In the absence of joint class rates to and from 
this territory, it is impracticable to fix upon what would be reasonable 
maximum rates. ... 

Fifth are fourth-section violations which would be created by 
reason of rates from the upper Mississippi River crossings to des- 
tinations in the southwest applicable through the proposed higher- 
rated Mississippi Valley points. We understand that the southwest- 
ern lines are now engaged in a revision of the building-material 
rates in the southwest which will presumably aid in the elimination 
of these fourth-section violations. Such violations can not be cre- 
ated by a revision designed to remove others. 

Sixth is the situation at Birmingham upon which we have al- 
Teady commented. 


Commissioner Aitchison, concurring in part, said he agreed 
that the suspended schedules had not been justified. But he 
said he would go further and decline to approve any part of the 
adjustment. 


REPARATION ON HOGS 
With Commissioners Lewis. and Mahaffie objecting, the 
Commission, in a report in No. 21232, J. P. Strader et al. vs. A. 
T. & S. F. et al., has found that complainants are entitled to 


reparation on account of unreasonable rates on hogs from points 
in Kansas, Oklahoma and Texas to San Diego and Imperial, 
Calif. The assailed rates were applied on shipments that moved 
between February 9, 1924, and May 14, 1928. Reparation only 
was sought. 

The Commission said that in Livestock Western District 
Rates, 176 I. C. C. 1, decided June 8, 1931, it had awarded repara- 
tion on somewhat higher rates than prescribed for the future on 
a complaint disposed of in connection with that investigation, 
Associated Meat Company case, and that in its opinion the basis 
of rates used in that case would provide a reasonable basis for 
reparation in this proceeding. It set forth a table of rates to 
the basis of which reparation should be made. 

Both Commissioners Lewis and Mahaffie insisted in dis- 
senting expressions of their views that the rates assailed were 
not unreasonable. 


COMMISSION REPORTS 


Feed 


I. and S. No. 3635, feed from the Twin Cities to points on 
C. M. St. P. & P. and connections. By the Commission, division 
3. Found justified proposed cancellation of commodity rates 
and the application in lieu thereof of class rates on mineral 
live stock or poultry feed, from Minneapolis, Minnesota Transfer 
and St. Paul, Minn., to certain destinations in Iowa, Michigan, 
Nebraska, North Dakota, South Dakota and Wisconsin. The 
order of suspension has been vacated as of January 18 and the 
proceeding has been discontinued. The Commission said any 
fourth section violations resulting from the cancellation of the 
commodity rates should be corrected promptly, and that this 
could be accomplished by the publication of an appropriate in- 
termediate rule in the applicable tariffs. 

‘if Automobiles and Parts 


No. 24361, William A. Estaver Co., Inc., et al. vs. Mer- 


“chants’ & Miners’ Transportation Co. By division 3. Rates and 


minimum weights, passenger automobiles and parts, Detroit and 
Pontiac, Mich., to Jacksonville, West Palm Beach, and Miami, 
Fla., via Philadelphia and Baltimore, inapplicable. Applicable 
ates for the water part of the movement, Jacksonville from 
hiladelphia and Baltimore, 99 cents and $1, minimum 10,000 
ounds, respectively, and to West Palm Beach and Miami from 
he same points $1.37 and $1.38, respectively, 10,000 pounds 
minimum. Reparation awarded. Chairman Brainerd dissented 
from the finding that 10,000 pounds was the minimum in connec- 
tion with the water rate. 


Asphalt 
No. 24299, Hogan Construction Co. vs. I. C. et al. By divi- 
sion 3. Dismissed. Rate, asphalt, in tank cars, Baton Rouge 
and North Baton Rouge, La., to Memphis, Tenn., not unreason- 


able. 
Light-Weighing Cars 


No. 24271, Federal Enameling & Stamping Co. vs. Pitts- 
burgh, Chartiers & Youghiogheny. By division 3. Charges col- 
lected, light-weighing cars at McKees Rocks, Pa., in connection 
with interstate traffic, unreasonable. Finding is that any charge 
for light-weighing complainant’s cars when the stenciled tare 
differed, differs, or may differ from the actual tare by more 
than 500 pounds, was, and would be unreasonable. Reparation 
awarded. No order for the future issued, but defendant was 
told that the Commission expected it to amend the tariff ac- 
cordingly. 

Wallboard 


No. 24520, Upson Co. vs. Erie et al. By division 3. Dis- 
missed. Carload rate, wallboard, Lockport, N. Y., to Beaumont, 
Tex., not unreascnable. 


Grapefruit Minimum Weight 


No. 24251, Gentile Brothers Co. vs. S. A. L. et al. By divi- 
sion 3. Dismissed. Minimum weight, three carloads, grapefruit, 
Clearwater, Fla., to New York, N. Y., and Pittsburgh, Pa., and 
Auburndale, Fla., to Indianapolis, Ind. not unreasonable. 

Vitirified Clay Sewer Pipe, Etc. 

No. 24258, Cannelton Sewer Pipe Co. vs. A. & HB, et al. By 
division 3. Rates, vitrified clay sewer pipe and wall coping, 
Cannelton, Ind., to destinations in Illinois, not unreasonable but 
unduly prejudicial for the future to the extent they bear a 
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higher percentage relationship to corresponding sixth class rates 
than the rates contemporaneously applicable on light traffic 
from Brazil, Mecca, Whitehall, Macomb, Streator, and St. Louis, 
to the same destinations. Undue prejudice ordered to be re 
moved not later than April 4. 


Pine Lumber 


No. 24218, Yellow Pine Co. of Florida, Inc., vs. F. E. C. 
et al. By division 3. Dismissed. Rate, pine lumber, Micco, 
Fla., to Tampa, Fla., for export, not unreasonable. 


Cigarettes, Etc. 


No. 24161, Tobacco Merchants’ Association of United States 
et al. vs. A. & R. et al. By division 3. Dismissed. Rates, 
cigarettes, smoking tobacco, and plug and twist tobacco, less 
than carloads, Winston-Salem, Reidsville, and Durham, N. C., 
and Richmond, Va., to destinations throughout southern classi- 
fication territory, not unreasonable. 

Automobiles 


No. 24056, Savannah Traffic Bureau, Inc., 
of Chatham Motor Co. et al. vs. Merchants’ and Miners’ Trans- 
portation Co. et al. By division 3. Automobiles, carloads, mov- 
/ing at proportional water rates, Baltimore, Md., to Savannah, 
Ga., overcharged. Applicable rates, Baltimore to Savannah 
ound to have been $1 prior to January 15, 1928, and 88 cents 
thereafter, minimum in each case 10,000 pounds. Reparation 
awarded. Chairman Brainerd concurred in part. 


Fuel Oil 


No. 24071, Oil Heat, Inc., et al. vs. Canton Railroad et al. 
By division 2. Dismissed. Rate, fuel oil, Baltimore, including 
Canton, Md., to Winchester and Berryville, Va., not unreason- 
able. 
Cattle 


No. 24128, W. C. Kenyon & Sons vs. M. St. P. & S. S. M. 
et al. By division 3 Rates, cattle, Waupaca and Weyauwega, 
Wis., to Spaulding, Ill., applicable, but carload weights used 
found inapplicable. Applicable charges found to have been 
those accruing on the basis of minimum weight as provided in 
Rule 1045 pertaining to the weighing of livestock moving 
between country points. Reparation awarded. 


Raw Peanuts 


No. 24180, Johnson Biscuit Co. et al. vs. A. T. & S. F. et al. 
By division 3. Rates, raw peanuts, shelled or unshelled, points in 
Texas and Oklahoma to Sioux City, Ia., applicable but in con- 
travention of the fourth section and unreasonable in some in- 
stances. Reparation awarded and new rates ordered to be 
effective not later than April 11. Finding was that the rates 
assailed before April 5, 1929, were not unreasonable, but that 
on and after that date they were and would be unreasonable to 
the extent they exceeded or might exceed column 38 rates 
prescribed in Consolidated Southwestern Cases 123 I. C. C. 
203, minimum 36,000 pounds. 


Woodpulp 


No. 23138, Bogota Paper & Board Co., Inc., vs. N. Y¥. S. & W. ¢ 


By division 5. Upon further hearing $1,860.99 found to’ have 
been due as reparation on shipments of woodpulp from New 
York, N. Y., to Bogota, N. J., treated in the original report 
171 I. C. C. 114. Reparation in the original report was awarde 
to the basis of a commodity rate of 10 cents found applicable 
under Rule 77. Reparation in the amount mentioned ordered. 


Furniture 
No. 23272, Harrison Hardware and Furniture Co. vs. A. C. 
L. et al. By division 3. Dismissed. Rates, furniture, origins 
in North Carolina, Virginia, Georgia, Alabama, Tennessee, Ken- 
tucky, Illinois, Indiana, Michigan, and Wisconsin, to St. Peters- 
burg, Fla., not unreasonable. 
Broom Corn 


No. 23456, Los Angeles Chamber of Commerce vs. A. T. & 
S. F. et al. By division 2. 


they are and for the future may exceed $1.65, minimum 25,000 
pounds. New rate to be made effective not later than April 5. 


Fire Brick 
No. 23764, Illinois Clay Products Co. vs. E. J. & E. et al. 
By division 2. 
cago, Ill., Gary, Ind., and other destinations in the Chicago 
switching districts over interstate routes, unreasonable to the 
extent it exceeds or may exceed $1.35. New rate to be made 
effective not later than April 5. 


Cotton Piece Goods 


No. 23895, Smith Brothers Manufacturing Co. vs. A. & R. 
et al. By division 3. Dismissed. Rates, cotton piece goods, 
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Rates, broom corn, points in trans- 
continental rate groups F to J, inclusive, to destinations in Cal- 
ifornia unreasonable but not unduly prejudicial to the extent 


Rate, fire brick, Goose Lake, IIl., to South Chi- 
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any quantity, points in Alabama, Georgia, Mississippi, the Carp 

linas, and Virginia to Cartage, Neosho, and Webb City, Mo 

and Iola, Kan., not unreasonable or otherwise unlawful. 7 
Oats 


No. 22859, Northern Oats Co. vs. A. T. & S. F. et al. By 
division 2. Dismissed. Rates, oats, lowa, Minnesota, and t, 
Dakotas, milled in transit at Minneapolis, Minn., into oat grog, 
and reshipped to destinations in Pacific coast territory, app}. 
able and not unreasonable or otherwise unlawful. Trang; 
charge collected on certain shipments not unreasonable or y, 
duly prejudicial, and failure to accord transit at joint throug, 
rates from a part of the origin territory not unlawful. 


Lumber 


No. 239138, Tilghman Lumber Corporation vs. A. C. L, et al 
and sub-numbers thereunder, as follows: Southern States Lum. 
ber Co. vs. Atlantic & Yadkin et al.; Tilghman Lumber Corpor,. 
tion vs. A. C. L. et al.; Same vs. Same; Same vs. Same; Bright. 


*. Brooks Lumber Co., Inc., vs. Southern; Southern States Lumber 


for and in vig 


Co. vs. C. & W. C. et al.; Bright-Brooks Lumber Co., Inc., ys. 
A. & W. P. et al.; Tilghman Lumber Corporation vs. A. (¢, |, 
et al.; Same vs. A. C. L.; Southern States Lumber Co vs. D, & 
W. et al.; Tilghman Lumber Corporation vs. A. C. L. et al: 
Same vs. Same; Bright-Brooks Lumber Co., Inc., vs. C. & YW. 
C. et al.; and Bennett-Walker Lumber Co. vs. Carolina & North. 
western et al. By division 3. Dismissed. Rates, lumber, 
various points in the Carolinas and Georgia to destinations jp 
North Carolina, the Virginias, Tennessee, and Alabama, not 
unreasonable or in violation of the fourth section except from 
Savannah, Ga., to Powell, Tenn. In one instance the rate 
charged was found to have been inapplicable and the shipment 
undercharged. 
Crude Rubber 


No. 23974, McClaren Rubber Co. vs. Eastern Steamship 
Lines, Inc., et al. By division 3. Water-and-rail rate, crude 
rubber, carloads, New York, N. Y., to Charlotte, N. C., unreason- 
able in the past to the extent it exceeded 68.5 cents. Present 
rate not unreasonable. Reparation awarded. Chairman 
Brainerd noted a concurrence in part, but not in the rate of 685 
cents. 

Fresh Fruits and Vegetables 


No. 24044, Anniston Traffic Bureau vs. L. & N. et al. By 
division 3. Rates, fresh fruits and vegetables, St. Louis, Mo. 
the Ohio and lower Mississippi River crossings, and intermediate 
territory 250 miles or more distant from Anniston, Ala., unduly 
prejudicial to dealers at that point and unduly preferential to 
dealers at Birmingham, Ala., to the extent that the rates to 
Anniston are or may be any greater percentage of the first class 
rates to that point than the corresponding rates on the re 
spective commodities to Birmingham are of the first class rates 
to the latter point. Undue prejudice to be removed not later 
than, April 11. 

Automobiles and Parts 


No. 22177, International Motor Co. vs. A. T. & S. F. et al. 
y division 2. Dismissed. Freight charges, and section 3 (the 
two-for-one rule), Rule 34, of Consolidated Freight Classifica- 
tion, as applied to carloads of automobile chassis, motor trucks, 
and parts, East Penn Junction, Pa., to Pittsburgh, Pa., Cleveland, 
O., Chicago, Ill., St. Louis and Kansas City, Mo., Minnesota 
Transfer, Minn., and Dallas, Tex., not unreasonable. 


Lumber 


No. 21694, S. J. Peabody Lumber Co. vs. Pennsylvania et 
al. By division 3. Upon further hearing, finding in original 
report, 169 I. C. C. 305, that the rates on lumber, Columbia City, 
Ind., to Buffalo and North Tonawanda, N. Y., and Union City, 
Pa., were inapplicable, modified. The new finding is that the 
rates were applicable except on five shipments to Buffalo, N. 
Y., which moved over the Pennsylvania direct; that the rate 
charged on those shipments was inapplicable and that the ap- 
plicable rate was 21.5 cents. Reparation awarded. Chairman 
Brainerd concurred in the report except the finding that the 
rate charged on shipments to Buffalo over the Pennsylvania 
was inapplicable. 






Oakland, Calif., Rate 


No. 23276, Oakland Chamber of Commerce vs. A. T. & S. F. 
et al. By division 5. Dismissed. Interstate rate between the 
docks in Oakland, Calif., and points in Richmond, Calif., not 
unreasonable, unjustly discriminatory or unduly prejudicial. 


Highway Guard Rails 


Fourth Section Application No. 14474, rates, iron or steel 
highway guard rails, from southern producing points. By divi 
sion 2. Applicants authorized, in fourth section order No. 10798, 
to establish rates, iron or steel highway guard rails, carloads, 
from producing points in the south to destinations in that terri- 
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jory, the Same as the rates contemporaneously in effect on 
special iron and steel articles, from and to those points. 


Natchez, Miss., Switching 


I and S. No. 3623, switching at Natchez, Miss. By division 
3 Proposed increased interstate reciprocal and intermediate 
switching charges at Natchez, Miss., not justified. Suspended 
schedules ordered to be cancelled and the proceedings discon- 


inued. 
- Pig Lead 


No. 24528, Federated Metals Corporation vs. Pennsylvania 
et al. By division 3. Dismissed. Rate, pig lead, Shadyside 
(Pittsburgh), Pa., to Baltimore, Md., not unreasonable. 


Pine Lumber 


No. 24272, Standard Lumber Co., Inc., vs. C. & O. et al. By 
division 5. Rate, pine lumber, McRae, Fla., to Waynesboro, Va., 
unreasonable and in violation of the fourth section to the extent 
it exceeded or may exceed 36 cents. One car misrouted, but 
complainants not shown to have suffered damage thereby. New 
rate to be effective not later than April 11. Reparation awarded. 
Commissioner Porter concurred in all except that he said the 
carrier responsible for the misrouting should be required to 
refund the entire difference between the rate charged and the 
rate applicable over the route over which the shipment should 
have been moved. ; 

Coyote Pelts 


No. 24207, International Commerce Corporation vs. S. P. 
et al. By division 3. Less-than-carload rate and rating, coyote 
pelts, St. Louis, Mo., to El Paso, Tex., unreasonable to the extent 
they exceeded or may exceed the contemporaneous double first 
class rate and rating. Reparation of $122.17 awarded. New 
rate and rating to be established not later than April 5. Com- 
missioner McManamy dissented, expressing the opinion that 
double first class was not a proper rate basis for reparation. 

Mica 

No. 24192, Richmond Mica Corporation vs. B. & O. et al. By 
division 3. Carload rate, crude, waste, or scrap mica, Portland, 
Conn., and Keene, Cardigan, Bristol, and Rumney, N. H., to 
Richmond, Va., unreasonable to the extent they exceeded or 
may exceed 22.5 per cent of the corresponding first class rates 
prescribed in the Eastern Class Rate Investigation, 164 I. C. C. 
314, 171 I. C. C. 481, and 177 I. C. ‘C. 156, minimum 60,000 pounds. 
Reparation awarded. New rates to be established not later than 
April 18. 

Salt 


No. 24187, Western Salt Co. vs. A. T. & S. F. et al. By 
division 3. Dismissed. Rates, salt, Salt Works, Calif., to desti- 
nations in Arizona, not unreasonable or otherwise unlawful, ex- 
cept in certain instances overcharges and violations of the ag- 
gate-of-intermediate provisions of the fourth section found to 
exist. Report said that any presumption of unreasonableness 
which might have been inferred from the fact that one through 
rate exceeded the aggregate-of-intermediates by one cent had 
been met by showing that the higher commodity rates were not 
unreasonable. The fourth section departure, the report said, 
should be removed promptly. Findings herein are without preju- 
dice to different conclusions that may be reached in No. 17000, 
part 13, Hoch-Smith salt. Commissioner McManamy dissented 
with respect to the aggregate-of-intermediates feature of the 
case, 

Lumber 


No. 24070, Klamath Moulding Co. vs. A. T. & S. F. et al. 


By division 5. Dismissed. Rates, lumber and other forest prod- - 


ucts, Klamath Falls, Ore., to destinations in Oklahoma, Texas, 
Kansas, Pennsylvania, Massachusetts, New Jersey, Ohio, Con- 
necticut, Illinois, Iowa, and New York, applicable and not un- 
reasonable. Commissioner Farrell dissented. 


Hogs 

_No. 24390, F. G. Vogt & Sons, Inc., vs. C. B. & Q. et al. By 
division 5. Rate, hogs, double-deck cars, South Omaha, Neb., 
to West Philadelphia Stock Yards, Pa., inapplicable. Applicable 
rate was 77.5 cents. Reparation awarded. Commissioner Far- 
rell dissented because the Commission applied the principle of 
the Sligo rule. 

Zinc By-Products 


No. 21288, Superior Zinc Corporation vs. Pennsylvania et 
al. By division 3. Rates, zinc by-products, between Bristol, 
Pa., and points in Tennessee, Georgia, Indiana, the Virginias, 
Maryland, New York, New Jersey, Delaware, Massachusetts, 
and Canada not shown to have been unreasonable in the past. 
Rates, Kokomo, Ind., and Port Norfolk, Va., to Bristol, unrea- 
Sonable for the future to the extent they exceeded or might 
exceed the commodity rates on spelter between those points. 
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Rates, spelter, Bridgeport, Conn., and Bayonne, N. J., to Bristol, 
Pa., and from Bristol to points in New Jersey, Maryland, Mas- 
sachusetts and New York, not unreasonable. New rates to be 
established not later than April 18. 


TRI-STATE TELEPHONE CONTROL 

In a report in Finance No. 8928, Tri-State Telephone & 
Telegraph Co. proposed control, embracing also Finance No. 
8924, Dakota Central Telephone Co. proposed acquisition, the 
Commission, by division 4, has denied the application in No. 
8923, finding that the proposed acquisition by the Northwestern 
Bell Telephone Co. of control of Tri-State Telephone & Tele- 
graph Co. by purchase of capital stock has not been shown to 
be in the public interest, and has dismissed the application of 
the Northwestern Bell in No. 8924, for approval of acquisition 
by it of certain toll properties of the Dakota Central Telephone 
Co. The Commission said the price which the Northwestern 
Bell proposed to pay for the stock of the Tri-State exceeded 
the value of the equity in the properties represented by that 
stock by nearly $9,000,000. It said that in its opinion the pay- 
ment of such a price would not be in the public interest. It 
dismissed the application as to the Dakota Central because that 
acquisition was dependent on approval of the acquisition of the 
Tri-State 


KANSAS & OKLAHOMA ACQUISITION 


Plans of the Kansas & Oklahoma Railroad Co. for affording 
rail transportation service in Seward and Stevens counties, 
Kansas, have been approved in part by the Commission, division 
4, in Finance No. 8761, Kansas & Oklahoma Railroad Co. ac- 
quisition and proposed construction, and Finance No. 8836, Kan- 
sas & Oklahoma Railroad Co. stock. 

The Kansas & Oklahoma, incorporated under the laws of 
Kansas in March, 1931, asked authority to acquire and operate 
the existing line of railroad extending from a point on the 
Kansas-Oklahoma boundary to Liberal, about 4 miles, and thence 
to Woods, about 15 miles; to construct an extension from Woods 
to Hugoton, about 14 miles, and to issue $200,000 of capital 
stock, par value $100 a share, and to sell it at not less than par 
for cash, the proceeds to be applied to the proposed acquisition 
and extension. 

The acquisition of the 19-mile line has been authorized, but 
the proposal to construct the extension has been disapproved 
by the Commission. The Commission also authorized the issue 
of not exceeding $34,000 of capital stock, par value $100 a share, 
the stock to be sold at not less than par for cash and the pro- 
ceeds used in connection with the acquisition authorized. Per- 
mission to retain excess earnings under section 15a of the act 
was denied. The Rock Island and Santa Fe opposed the ap- 
plications. Their objection, however, said the report, was to 
the proposed extension rather than to the acquisition. 

The line to be acquired was built in 1921-1922, with the aid 
of a contribution of $127,000 from Liberal township in Seward 
county, and one of $18,000 from Center township in Stevens 
county. In both cases, said the report, bonds were issued by 
the townships and these remained outstanding. It said that 
following a receivership that began in 1923 the property was 
acquired by four individuals in 1931 for $34,000, and that the 
operation between Liberal and Woods had been carried on in 
the name of the defunct Kansas & Oklahoma Railway Co. The 
applicant’s incorporators and stock subscribers are the four 
individuals who acquired the property. 

The report said a major purpose of the plan was to furnish 
a connecting line that would reduce the rail distances between 
Hugoton and all points on the Rock Island within 75 miles 
of Liberal, and that would correspondingly shorten the mileage 
between Liberal and Santa Fe points. It said that while not 
intended to perform the general function of a bridge line, the 
proposed link was expected to provide shippers with competitive 
through routes and to increase the distributive area for grain 
and other commodities originating at or near either terminal. 
The Commission said there was no affirmative showing in the 
record that a public need existed for the extension of the 
K. & O. either to serve the immediate territory or to provide 
a connection between the Rock Island and Santa Fe. 

The stock issue authorized was limited to the actual cost 
of the property. The Commission said action on the issue of 
any additional stock would be deferred until the applicant had 
furnished it with a detailed and verified statement of the ex- 
penditures sought to be capitalized. 


COMMISSION ORDERS 


No. 24714, Allied Oil Co., Inc., vs. A. C. & Y. et al. Shell Pe- 
troleum Corporation permitted to intervene. 
No. 24586, Terre Haute Paper Co. et al. vs. A. A. et al. Gulf, 


Mobile & Northern and N. O. G. N. permitted to intervene. 
No. 16613 (Sub. 1) Grand Forks Commercial Club vs. 
et al. Order postponed until further order of Commission. 


A. & W. 
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No. 22206 et al., Penn Oil Co. vs. A. T. & S. F. et al. Proceed- 
ings reopened for reargument. 
No. 23953, Phoenix Utility Co. vs. C. & N. W. et al. Complain- 


ant’s petition for rehearing, denied. 

No. 24747, N. C. Blanchard Co. vs. N. C. & St. L. Motion sus- 
tained except as to two points of origin, viz.: Manchester and Sum- 
mitville, Tenn., and except as to allegation under section 4 of the act. 

No. 23801, Red Ball Vegetable Co. vs. I. C. et al. Order postponed 
until further order or orders of Commission. 

No. 22799 (and Sub 1), Armour & Co. vs. C. B. & Q. et al. De- 
fendants’ petition for reopening and further hearing denied. 

Finance No. 9032, application of Marianna & Blountstown for 
certificate to acquire line of railroad of A. F. & G., etc., Atlanta 
& St. Andrews Bay pérmitted to intervene. 

No. 24936, Gulfport Chamber of Commerce vs. G. M. & N. et al. 
New Orleans Joint Traffic Bureau permitted to intervene. 

Finance No. 6424. Construction of line by Mound City & Eastern. 
Time prescribed in said certificate and order, as extended, within 
which the Mound City & Eastern shall complete the construction 
of the line of railroad therein authorized is further extended to 
December 31, 1932. 

No. 24901, National Association of Cotton Manufacturers ys. B. 
& M. et al. North Carolina Cotton Manufacturers’ Association, Inc., 
the Cotton Manufactures’ Association of South Carolina, and Amer- 
ican Cotton Manufacturers’ Association, permitted to intervene. 

No. 23186, McClamrock Co. et al. vs. A. & Y. et al. Proceeding 
reopened for further hearing for purpose of determining the facts 
as to the applicable rates on the shipments considered, including the 
routes over which the shipments moved and the routing instructions 
given by the shipper, if any. 

No. 24847, Chicago Live Stock Exchange vs. A. T. & S. F. et_al. 
Sioux City Live Stock Exchange; South St. Joseph Live Stock Ex- 
ehange; and Kansas City Live Stock Exchange permitted to intervene. 

No. 10733. National Paving Brick Manufacturers’ Association vs. 
A. & V. et al. Baltimore & Ohio and Western Maryland petition for 
modification of order and further consideration of record, denied. 

No. 23637, Shaffer Oil & Refining Co. vs. A. & St. A. B. et al. 
Proceeding reopened for further hearing at such time and place as 
Commission may hereafter direct, and order entered on October 17, 
1931, as subsequently modified, is postponed until further order or 
orders of the Commission. 

No. 23448, West Dudley Paper Co. vs. N. Y. N. H. & H. Defend- 
ant’s petition for rehearing, denied. 

No. 21007, Chicago Bridge & Iron Works vs. C. R. I. & P. et al. 
Complainant’s petition for rehearing on record as made, denied. 


No. 23906, Dixon-Buchan Tobacco Co. vs. A. C. L. et al. Com- 
plainant’s petition for further consideration, denied. 
No. 23300, Northwest Paper Co. vs. B. S. L. & W. et al. Com- 


plainant’s petition for reconsideration and for hearing, denied. 

No. 17857, Gadsden County Truck Growers’ Association vs. A. & 
R. et al. Petition of complainant for reconsideration on record as 
made as to reasonableness of rates applied during statutory period 
and as to denial of reparation, denied. 

No. 23533, Franklin Park Hay & Grain Co. vs. L. & N. E. et al. 
Complainant’s petition for rehearing of that part of decision on rep- 
arations, denied. 


No. 23397, Frank Brenner et al. vs. A. & Y. et al. Proceeding 
reopened for reconsideration on record as made. . 
No. 23302, Standard Packing Co. et al vs. U. P. et al. Complain- 


ants’ petition for modification of decision and for rehearing, denied. 


No. 24891, Victor Oolitic Stone Co. vs. C. I. & L. et al. Indiana 
State Chamber of Commerce permitted to intervene. 

No. 24739, Farmers Grain Dealers’ Association of Iowa et al. vs. 
A. T. & S. F. et al. Deep Rock Oil Corporation permitted to inter- 
vene. 

No. 24926, Atchison Chamber of Commerce et al. vs. Alton et al. 
Board of Trade of City of Chicago permitted to intervene. 

No. 21982, John Becker Co. et al. vs. A. T. & S. F. et al., and 
No. 22361, Acme Lumber Co. et al. vs. A. T. & S. F. et al. Motion 
of complainants for vacation of orders, for rehearing and for oral argu- 
ment, overruled. 

No. 22444, Northern Potato Traffic Association vs. A. T. & S. F. 
et al. Petition on behalf of complainant for reopening and reconsid- 
eration, denied. 

No. 23916, Apache Powder .Co. vs. A. T. & S. F. et al. Petition 
of defendants for reconsideration and modification and/or further 
y ower i and argument and postponement of effective date of order, 
enied. 


No. 23076, Dawe’s Dry Milk Co. vs. A. T. & S. F. et al. Com- 
plainant’s petition for rehearing, denied. 
No. 19089, Live Stock Traffic Association et al. vs. A. & S. et al. 


Order entered July 7, 1931, modified so as to require establishment 
of rates prescribed on or before January 25, 1932, upon not less than 
10 days’ notice to this Commission and to the general public. 





PETITIONS FOR REHEARING, ETC. 


No. 23514, Hall Construction Co. vs. L. & N. et al. Complainant 
asks further hearing for sole purpose of determining the amount of 
reparation due the complainant as a result of Commission’s decision. 

No. 23701, the Barrett Co. vs. A. G. S. et al. Complainant asks 
tn for reconsideration by and/or reargument before full Com- 
mission. 

No. 20539, Hammond Lumber Co., and/or E. G. Whipple (agent), 
vs. Southern Pacific et al. Complainant asks vacation, modification 
and/or further orders and/or further hearing and/or reopening or 
reconsideration in matter of reparation only. 

Finance No. 8374. Application of Houston & Texas Central. for 
certificate of public convenience and necessity for the construction 
of an extension or branch of its existing line of railroad in Harris 
county, Tex. Applicant asks that certificate prayed for by it be now 
granted upon condition that it shall not be required to begin the con- 
struction of the line of railroad proposed by it prior to July 1, 1932, 
or later, should the Commission by supplemental order grant an 
extension, or in the alternative, that the Commission hold this pro- 
ceeding open for a further period of six months from and after Jan- 
uary 1, 1932, in order that it may be then determined whether or not 
tonnage anticipated as likely to be produced from mine of Houston 
Salt Co. will in fact be so produced. 

No. 23307, Grovier-Starr Produce Co. et al. vs. A. & L. M. et al., 
and No. 23917, W. O. Anderson Commission Co. et al. vs. A. & L. M. 
et al. Defendants ask postponement of effective date of order. 

No. 17000, part 9, live stock, western district rates. Texas and 
Southwestern Cattle Raisers’ Association, Highland Hereford Breed- 
ers’ Association, Panhandle Live Stock Association, Sheep and Goat 
Raisers’ Association of Texas, Live Stock Traffic Association, El 
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Paso Freight Bureau, and Oklahoma City Live Stock Exchange join 
in petitions of American National Live Stock Association and othe, 
for reopening, rehearing, reargument and consideration and modi 
fication of decision. 4 

No. 22041, American Cyanamid Co. vs. A. A. et al., and No. ” 
Same vs. A. C. & Y. et al. Defendants, members of Central Freigh; 
Association (including Wabash and its receivers), ask for Postpone. 
a of effective date of order entered by Commission November 13 

_ No. 17789, Missouri Gravel Co. vs. C. B. & Q. et al., and No, 24099 
Missouri Gravel Co. vs. C. B. & Q. et al. Interveners, Joliet Gravel 
Co., Mississippi Lime & Material Co., Ray & Sons, Inc., McGrath 
Sand & Gravel Co., Lincoln Sand & Gravel Co., and Springfield Pekin 
Sand & Gravel Co. join in petition of Alton et al., that a rehearing 
be grainted in No. 17789 in so far as it involves joint rates on ganq 
and gravel to destinations in Illinois and that further hearing }, 
——- in No. 24099 and that the said two cases be consolidated for 

earing. 

No. 15879, eastern class rate investigation, and No. 17000 et a 
Rate structure investigation, part 2, western trunk line class rates 
Evansville & Ohio Valley, William A. Carson, receiver, asks exemp- 
tion from findings and order in No. 15879, and No. 17000, part 2, in 
so far as their participation in through joint class rates in concerned 

Ex Parte 103. Fifteen per cent case, 1931, in the matter of ip. 
crease in freight rates and charges. A. E. Staley Manufacturing (o, 
and Baldwin Elevator Co. ask that the Commission further supplement 
its order in Ex Parte 103, 178 I. C. C. 539, by removing from List p, 
under numbered designation 164, ‘‘soya beans’ and placing same under 
numbered designation 164, List A, that no emergency increase shal] 
be applied to this commodity. 

No. 23656, state of Missouri ex rel, Stratton Shartel, Attorney 
General, vs. B. & O. et al. Defendants ask reopening, indefinite post- 
ponement of effective date of order, and consolidation with No. 16323 
Scott County Milling Co. vs. Butler County et al., and related cases. 


No. 15381, Vera Chemical Co. of Canada, Ltd., vs. A. C. et al, 
Complainant asks further hearing. 
No. 23582, William Volker & Co. vs. A. T. & S. F. et al. Com- 


plainant asks reconsideration by division 3 of decision of November 
2, 1968, 1 LC. CG «4. 

Finance No. 8989. C. B. & Q. abandonment. C. B. & Q. asks 
for amendment of order so as to permit the cancelation of existing 
tariffs and filing of new passenger tariffs made necessary by the 
said abandonment and change in operation via the junction of Hough- 
ng Ia., upon not less than 10 days’ notice in the manner provided 

y law. 

Ex Parte 103, Fifteen Per Cent Case, in the matter of increase 
in freight rates and charges. Shellabarger Grain Products Co. and 
Farmers’ Grain Dealers’ Association of Illinois ask that Commission 
further supplement its order herein by removing from List D, under 
numbered designation 164, ‘‘soya beans’’ and placing same _ under 
numbered designation 164, List A, that no emergency increase shall 
be applied to this commodity. 

No. 20703, Boston Wool Trade Association vs. A. & R. et al. Mid- 
west Wool Trade Association, intervener, asks rehearing therein as 
to reasonable rates that should be established to mill points located in 
destination states named in complaint but to which the Commission 
has not prescribed rates in 172 I. C. C. 435. 

No. 17000, part 5, rate structure investigation, furniture. J. E. 
Tilford, chairman, Southern Freight Association, and E. B. Boyd, 
chairman, Western Trunk Line Committee, agents for carriers’ par- 
ties hereto, ask postponement for a period of 120 days beyond Feb- 
ruary 25, 1932, of the Commission’s order herein in so far as said order 
relates to rates on furniture, carload, between points in southern 
territory, on the one hand, and points in western trunk line territory, 
on the other. 

No. 24367, Subs. 1 and 2, Leader Iron Works, Inc., vs. I. C. et al. 
— asks reopening and permission to submit additional evi- 
ence. 

No. 23447, Calco Tile Manufacturing Co. et al. vs. A. T. & S. F. 
et al. Complainants ask reconsideration by Commission, en bance, on 
record as made. 

No. 17000, part 9, rate structure investigation, live stock, west- 
ern district rates, and related cases. The K. C. S., and its subsid- 
iaries, T. & Ft. S., and A. W., join in petition of A. T. & S. F. et al. 
filed herein, dated December 15, 1931, entitled ‘‘Petition for an order of 
Commission permitting certain lines to continue certain provisions 
of their tariffs applicable to live stock,’’ and pray that an order be 
issued permitting them to continue in effect until April 30, 1932, and 
thereafter if desired, provisions of tariffs referred to in said original 
petition, and that they will be included in any and all authority or 
relief granted pursuant to the prayer of the aforesaid original petition. 


SUSPENDED TARIFFS 


In I. and S. No. 3688, the Commission has suspended from 
January 14, until August 14, schedules in Johanson’s tariffs, 
joint with other agents, as follows: Supplements No. 194 and 
198 to I. C. C. No. 2008; Supplements No. 16 and 21 to I. C. C. 
No. 2291; Supplements No. 21 and 25 to I. C. C. No. 2301. The 
suspended schedules propose to cancel the commodity items pro- 
viding column 30 (30 per cent of first class) rates on vegetables 
with clipped tops, from, to and between points in southwestern 
territory, in the following commodity description: “Beets, car- 
rots, parsnips and turnips (fresh, with clipped tops), in packages 
or in bulk, carloads, minimum weight 24,000 pounds.” This 
would result in the application of column 38 (38 per cent of 
first class) rates, carload minimum weight 20,000 pounds, now 
applicable on these commodities when shipped with tops. 


W. T. L. CLASS RATES MODIFIED 


The Commission, in No. 17000, part 2, western trunk line 
class rates, has issued a corrected page 3 of Appendix N to 
the third supplemental report. (See Traffic World, January 9, 
p. 57.) The corrections are in the list of agricultural imple 
ments. In addition, it has added an “application” paragraph 
which was omitted from the section 3 part of the appendix. 
The corrections and addition are to the mimeographed report 
dated January 4. The application paragraph is shown on the 
corrected page 3. 
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Proposed Reports in I. C. C. Cases 





NORTH SHORE FERRY TRUCK CASE 


Examiner Irving L. Koch, in No. 21723, in the matter of 
container service, has recommended that the Commission find 
that the interstate ferry truck rates and charges of the Chicago, 
North Shore & Milwaukee Railroad Co. between Chicago, Il., 
on the one hand, and Milwaukee and Racine, Wis., on the other, 
had not been shown to be unlawful. He has, therefore, recom- 
mended the discontinuance of this proceeding. 

The service under investigation is that which was estab- 
lished in 1926 by the Chicago, North Shore & Milwaukee as a 
method for competing over its electric railroad with unregulated 
trucks and water lines. Koch said that the Commission should 
fnd that the rates, charges, rules, regulations, and practices 
maintained by the North Shore in connection with its ferry 
truck service had not been shown in any respect to be unlawful. 

Koch said this record did not warrant a finding that the 
ferry truck rates and charges of the North Shore, a pioneer, 
he said, in meeting motor competition, disrupted rate relations 
any more than was reasonably necessary to enable the North 
Shore to meet motor truck competition. 

This inquiry into the ferry truck rates of the North Shore 
arose out of the conclusion of the Chicago & North Western that 
it could not continue its container car service under conditions 
laid down by the Commission in Container Service, 173 I. C. C. 
377. The North Shore not being a Class I carrier was not sub- 
ject to the order in the Container Service case. When the 
North Western learned that the North Shore intended to con- 
tinue the ferry truck service it asked the Commission to require 
the North Shore to conform its rates and practices to the report 
and order in the Container Case. The North Western suggested 
that if the Commission would not do this it be permitted to 
engage in the traffic between Chicago and Milwaukee on a com- 
petitive basis. This proceeding was instituted as the result of 
the North Western’s representation. Examiner Koch described 
the service rendered by the North Shore in considerable detail, 
reproducing figures to show that the rates and service offered 
by the North Shore had resulted in the growth of the ferry 
truck merchandise business of the electric line, while the mer- 
chandise business done over its station platforms decreased. 

“A consideration-of these figures seems to confirm,” said 
Koch, “respondent’s contention that the increased ferry truck 
traffic has not been diverted from the platform service, but is 
traffic which otherwise would have gone to the motor trucks or 
the boats.” 

Koch said that the proportions of the ferry truck traffic 
which would have moved at the different class rates if all of it 
had been transported in regular platform service did not appear 
from the figures, nor what the difference in gross revenue would 
have been had the regular less-than-carload rates been applied. 

“These facts are not so important, however,” said Koch, 
“as is the fact, clearly developed upon this record, that had the 
North Shore maintained in this service rates no lower than the 
regular less-than-carload rates, most of the tonnage transported 
in the ferry truck service would have gone to the unregulated 
trucks and practically all of the balance to the water line. The 
clear demonstration upon this record of the increasingly severe 
motor truck competition which the respondent has had to meet 
leaves little to the imagination. The names of 33 motor truck 
companies operating interstate in competition with respondent 
between Chicago and Milwaukee are of record, all of which 
handle merchandise traffic. So also are the published tariffs 
of many of these companies, in which the rates on merchandise 
traffic between Chicago and Milwaukee, which are observed 
only as maximum, are generally substantially lower than the 
rail rates for station-to-station service.” 

No criticism of the ferry truck rates and charges or service, 
Koch said, was offered at the hearing. The Chicago & North 
Western, he said, endorsed the rates and charges of the North 
Shore as no higher than necessary successfully to compete with 
other forms of transportation. A witness for the North West- 
ern, Koch said, expressed a conviction that the basis of third 
class prescribed as a minimum in the Container case was too 
high to hold to rail carriers any of the less-than-carload busi- 
ness susceptible to container handling. 

Koch said that the rates and charges of the North Shore 
for this service were not so low as to burden unnecessarily 
other traffic, but, on the contrary, appeared to return a profit and 
were no lower than was necessary to meet the increasingly 
severe motor truck competition. Koch said that no shipper had 


complained about the rates or service. He said that the undue 
prejudice finding in the Container case was based primarily 
upon the substantial evidence by complaining shippers and lo- 
calities that established rate relationships between the various 
points of origin and destination concerned had been or were 
threatened to be violently disrupted. 

“No shippers or localities are here complaining,’ said Ex- 
aminer Koch. “This record does not warrant a finding that 
the ferry truck rates and charges of respondent disrupt rate 
relations any more than is reasonably necessary to enable re- 
spondent to meet motor truck competition.” 


PROPOSED REPORTS 


Salt 
No. 24008, Carolina Cotton and Woolen Mills Co. et al. vs. 
Southern et al. By Examiner Harris Fleming. Dismissal pro- 
posed. Rates, salt, Ludlowville, and Watkins Glen, N. Y., to 
Spray and Leaksville, N. C., not unreasonable. Future rates 
under consideration in No. 17000, part 13, Hoch-Smith salt. 


Casinghead Gasoline 

No. 24643, Root Refining Co. vs. L. & N. W. et al. By Ex- 
aminer L. H. Dishman. Rate, casinghead gasoline, Homer and 
Haynesville, La., to El Dorado, Ark., unreasonable to the extent 
it exceeded 15.5 cents. Reparation proposed. 

Feeder Sheep 

No. 24563, The Willaha Sheep Co. vs. A. T. & S. F. et al. 
By Examiner Robert M. Furniss. Rate, feeder sheep, double- 
deck cars, Kohrs, Mont., to Willaha, Arizo., not unreasonable. 
Shipments overcharged through the use of an inapplicable rate. 
Applicable rate found to have been $295.10 a car. Applicable 
rate not unreasonable. Reparation proposed. 


Common Brick 


No. 22943, Sub. No. 3, Alton Brick Co. vs. Southern et al. 
By Examiner Morris H. Konigsberg. Upon further hearing rep- 
aration of $50.98 proposed on shipments, common brick, Albion, 
Ill., to St. Louis, Mo., in accordance with the findings in the 
original report, 172 I. C. C. 143. 


Furniture 


No. 24575, Booth Furniture Co. et al. vs. C. C. C. & St. L. 
et al. By Examiner R. N. Trezise. Dismissal proposed. Rates, 
furniture, Martinsville, Va., to Dayton and Columbus, O., and 
Bassett and Rocky Mount, Va., to Columbus, not unreasonable. 


Woodpulp 


No. 24416, Indiana Fibre Products Co. vs. Virginian et al. 
By Examiner Arnold C. Hansen. Dismissal proposed. Rate, 
imported woodpulp, Army Base, Norfolk, Va., to Marion, Ind., 
not shown to have been unreasonable or unduly prejudicial. 


EXCESS INCOME REPORTS 


Finance No. 3961, excess income of Union Freight Railroad 
Co. Tentative determination by the Commission, division 1, 
that the carrier has recapturable excess net railway operating 
income of $14,026.96, made up as follows: $3,152,58 for last four 
months of 1920, based on valuation of $540,000; $3,755.76 for 
1924, based on valuation of $570,000; and $7,118.62 for 1925, 
based on valuation of $585,000. 

Finance No. 5609, excess income of Yosemite Valley Rail- 
road Co. Tentative determination by the Commission, division 
1, that carrier has recapturable excess net railway operating 
income of $175,066.91, made up as follows: $3,498.11 for 1921, 
based on valuation of $3,970,000; $7,167.72 for 1922, based on 
valuation of $3,960,000; and $164,401.08, for 1924, based on valua- 
tion of $1,150,000. 

Finance No. 3839, excess income-of Mississippi River and 
Bonne Terre Railway Co. Tentative determination by Commis- 
sion, division 1, that carrier has recapturable excess net railway 
operating income of $19,291.33, made up of $16,396.25 for 1924, 
based on valuation of $4,045,000, and $2,895.08 for 1925, based on 
valuation of $3,940,000. 

Finance No. 3985, excess income of Wharton & Northern 
Railroad Co. Tentative determination by Commission, division 
1, that carrier has recapturable excess net railway operating 
income of $50,187.79, made up of $19,035.43 for 1921, based on 
valuation of $865,000, and of $31,152.36 for 1923, based on valua- 
tion of $1,005,000. Net railway operating income of the carrier 
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was increased $12,500 for 1921 and $29,000 for 1923 on account 
of finding the amount paid as salary to the president and in- 
creased compensation to the vice-president of the carrier dis- 
proportionate and unreasonable. 

Finance No. 3778, excess income of Jonesboro, Lake City & 
Eastern Railroad Co. Commission, by division 1, finds that car- 
rier in 1922 and 1923 had recapturable excess net railway 
operating income of $57,722.28, based on valuations of $1,410,- 
000 for 1922 and of $1,430,000 for 1923. The carrier has paid 
$42,450, leaving $15,272.28 due, which it has been ordered to pay 
to the Commission. No excess income found for the period 
March 1, 1920, to December 31, 1920, the calendar years 1921 
and 1924, and the ten months ended October 31, 1925. 

Finance No. 3623, excess income of Augusta Northern Rail- 
way. Tentative determination by Commission, division 1, that 
carrier has recapturable excess net railway operating income of 
$14,450.60 for 1922 to 1927, inclusive, based on valuation rang- 
ing from $155,000 to $165,000. 

Finance No. 3677, excess income of Chicago Short Line Rail- 
way Co. Tentative determination by Commission, division 1, 
that carrier has recapturable excess net railway operating in- 
come of $141,236.54 for 1923 to 1927, inclusive, based on valua- 
tions ranging from $850,000 to $885,000. Salary and bonus pay- 
ments tentatively found to be disproportionate and unreason- 
able, as follows: $5,550 for 1923; $7,050 for 1924; $10,975 for 
1925; $14,400 for 1926, and $15,400 for 1927. 


FINANCE APPLICATIONS 


Finance No. 8902. Supplemental application by Cleveland & Pitts- 
burgh Railroad Co. to issue and deliver to the Pennsylvania Railroad 
Co. $3,126,000 of 5 per cent general and refunding mortgage gold 
bonds, series B, in lieu of like amount of 4% per cent bonds _here- 
tofore authorized. Pennsylvania asks authority to guarantee the bonds. 

Finance No. 9113. Louisiana, Arkansas & Texas Railway, Co. 
asks authority to issue $250,000 of short term notes. 


UNCONTESTED FINANCE CASES 


Supplemental report and order in F. D. No. 8863, authorizing (1) 
the Pennsylvania, Ohio & Detroit Railroad Company to issue in lieu 
of $3,242,000 of 4% per cent first and refunding mortgage bonds, series 
B, a like amount of 5 per cent first and refunding mortgage bonds, 
series B; said bonds to be delivered at par to the Pennsylvania Rail- 
road Company in partial reimbursement for expenditures and advances 
made by that company for capital purposes and to retire maturing 
bonds, previous report 175 I. C. C. 473; and (2) the Pennsylvania 
Railroad Company to assume obligation and liability as lessee and 
guarantor, in respect of said bonds, approved. 

Report and order in F. D. No. 9075, authorizing (1) the Pittsburgh, 
Cincinnati, Chicago & St. Louis Railroad Company to issue $1,000,000 
of general-mortgage 5 per cent bonds, series D; said bonds to be 
delivered at par to the Pennsylvania Railroad Company in partial re- 
imbursement for expenditures made by that company for capital pur- 
poses and to retire maturing bonds; and (2) the Pennsylvania Rail- 
road Company to assume obligation and liability, as lessee and guar- 
antor, in respect of said bonds. - 

Report and order in F. D. No. 9045, authorizing (1) the Con- 
necting Railway Company to issue not exceeding $934,000 of first- 
mortgage 5 per cent gold bonds, to be delivered at par to the Pennsyl- 
vania Railroad Company in satisfaction of a like amount of indebted- 
ness to that company for advances for capital purposes; and (2) the 
Pennsylvania Railroad Company to assume obligation and liability, 
as guarantor, in respect of said bonds, approved. 

Report and certificate in F. D. No. 9016, permitting the Koolau 
Railway Company, Ltd., to abandon its entire line of railroad in the 
county and city of Honolulu, Territory of Hawaii, approved. 

Report, certificate and order in F. D. No. 9040, (1) authorizing 
the New Iberia & Northern R. R. Co. to construct a line of railroad 
in Iberia and Vermilion parishes, La.; and (2) denying request for 
permission to retain excess earnings, approved. 

Report and certificate in F. D. No. 9019, authorizing the Spokane, 
Portland & Seattle Ry. Co. to acquire and operate a line of railroad 
in Columbia county, Oregon, approved. 

Report and order in F. D. No. 9063, (1) authorizing the St. Paul 
& Kansas City Short Line R. R. Co. to issue not exceeding $638,000 
of first-mortgage gold bonds to be exchanged for not exceeding £127,- 
600 of similar bonds which may be surrendered by the holders thereof; 
and (2) authorizing the Chicago, Rock Island & Pacific Ry. Co. 
assume » eeneen and liability, as guarantor, in respect of said bonds, 
approved. . 


LAKE MICHIGAN FERRY SERVICE 


The Pennsylvania Railroad Co., in Finance No. 9109, has 
asked the Commission for authority to extend its line of railroad 
by car ferry between Muskegon, Mich., and Milwaukee, Wis., 
and between Muskegon and Manitowoc, Wis.; to exercise track- 
age rights over tracks of the Grand Trunk Western Railroad 
Co. in Milwaukee; to exercise trackage rights over tracks of 
the Muskegon Railway & Navigation Co. Muskegon, Muskegon 
Heights and vicinity, and to exercise trackage rights over the 
railroad of the Grand Trunk Western in Muskegon and vicinity. 

The Pennsylvania said the four car ferries now owned by 
the Grand Trunk-Milwaukee Car Ferry Co. would be bought by 
the Grand Trunk-Pennsylvania Transportation Co. through an 
issue of 40-year bonds in the aggregate principal amount of 
$2,930,000, the agreed purchase price. The Grand Trunk-Penn- 
sylvania Transportation Co. will issue capital stock of $200,000 
which will be subscribed for: $150,000 by the Pennsylvania 
and $50,000 by the Grand Trunk Western. 
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Among the reasons given in support of the application ap. 
Rail mileage between many points on Pennsylvania system ay, 
Milwaukee and between points on the Pennsylvania and May, 
towoc and points beyond Milwaukee and Manitowoc, in ¢q. 
nection with other carriers, will be substantially Shorteneg: 
movement of traffic over ferry routes will avoid routing through 
Chicago district; better connections will be made With Westen 
lines at Milwaukee and at Manitowoc, than at Chicago, as , 
present; a larger volume of through traffic will be moved ove 
the Grand Rapids & Indiana, serving Muskegon, Grand Rapig 
and Kalamazoo, and operated by the Pennsylvania under leagp. 
a large volume of local traffic between Muskegon and Milwauke, 
and Muskegon and Manitowoc will provide revenues that yij 
reduce substantially the cost of the car ferry operation; throug) 
trackage rights over the Grand Trunk Western, applicant wij 
be able to provide a direct service to shippers and receivers 
of freight on lines of that carrier in Muskegon and territory 
immediately adjacent thereto, and will have access to the freight 
and passenger stations of that carrier in Muskegon; applicap 
will be able to improve routing of traffic over its lines, utilize 
lines in need of traffic, reduce rail mileage, effect a saving jp 
the time of transportation, simplify interchange, decrease op. 
erating costs, but there will be no increase in the value of rajj. 
road properties under section 19a of the interstate commerce 
act. 

To give effect to the plan two other applications were filed, 
In Finance No. 9110, the Pennsylvania and the Grand Trun; 
Western ask authority to acquire control of the Grand Trunk. 
Pennsylvania Transportation Co. by purchase of stock and lease, 
In Finance No. 9112, the Grand Trunk Western asked authority 
to extend its line. by car ferry between Muskegon and Manito. 
woc, to exercise trackage rights over the Pennsylvania jy 
Muskegon and vicinity, and over the Muskegon Railway & Nav. 
igation Co. in Muskegon and Muskegon Heights. 

The Muskegon Railway & Navigation Co. in Finance No, 
9111, has asked authority to extend its line by exercise of 
trackage rights over the Pennsylvaniia in and near Muskegon, 
to permit applicant to operate conveniently, economically and 
efficiently cars in commercial service between the dock property 
of the Grand Trunk Western and industries on applicant’s lines, 


CHICAGO SWITCHING RATES 


The Commission has announced a conference at Chicago, 
at the Hotel Sherman, on January 25, on No. 19610, switching 
rates in the Chicago switching district among its own repre- 
sentatives and representatives of the Illinois and Indiana com- 
missions, shippers and carriers. The Commission’s representa- 
tives will be Examiners Faul and Wilbur. The hearing set for 
Chicago on that day before Examiners Faul and Wilbur has 
been postponed to a day to be hereafter fixed. 

This conference takes the place of the one which was to have 
been held on January 7. That conference was called off because 
some of the parties deeply interested in the intrastate phase of 
of the switching case, the one that is now uppermost, had to 
be in attendance on the hearing on the four-stem plan for the 
consolidation of railroads in the eastern district which was be- 
gun on January 6. 

Hope for a settlement of the intrastate part of the switch- 
ing case has not wholly disappeared, hence the conference with 
a view to finding a way for disposing of the matter without 
carrying the formal proceeding on the Commission’s docket to 
a conclusion. However, in view of the fact that a formal com- 
plaint has been filed against the interstate rates which became 
operative on December 10, it may not be possible to handle the 
subject informally. That complaint, No. 24950, Acme Steel Co. 
et al. vs. A. T. & S. F., makes the point, among others, that 
conditions have changed since the close of the record in No. 
19610 and that such conditions, present and future, justify a 
lower rather than a higher level of charges than those which 
prevailed prior to December 10, when, according to the com- 
plaint, very large increases in the rates and minimum weights 
went into effect on a record which was closed in September, 
1928. 


CHANGES IN DOCKET 


Hearing in No. 24619, Hamilton Emery & Corundum Co. vs. B. 
& A. R. R. (N. Y. C._R.R., lessee), and No. 24839, Hamilton Emery 
& Corundum Co. vs. N. Y. C. R. R. et al., assigned for January 11, 
at Boston, Mass., before Examiner Maidens, was canceled and re- 
assigned for January 25, at Boston, Mass., before Examiner Maidens. 

earing in No. 24838, Arctic Dairy Products Co. vs. P. M. Ry. et al., 
assigned for January 13 at Detroit, Mich., before Examiner Glenn 
was postponed to date to be hereafter fixed. 

Hearing in No. 24848, International Pulp Co. vs. N. Y. C. R. R. et 
al., assigned for January 13, at New York, N. Y., before Examiner 
Maidens was postponed to date to be hereafter fixed. 

Further hearing, in No. 19468, J. S. Bash & Sons, Inc., et al. vs. 
C. I. Ry. et al., and No. 19826, A. D. Sizer vs. C. M. & St. P. Ry. et 
al., assigned for January 16, at Champaign, Ill., before Examiner 
Glenn was postponed to date to be hereafter fixed. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 

(Municipal Court of City of New York, Borough of Man- 
hattan, First District.) Only duty of common carrier of carload 
shipments in interstate commerce is that of transportation. 

In such case shipper is obliged to see that shipment is prop- 
erly loaded and braced.—Annunziato vs. New York, N. H. & H. 
R. Co., 253 N. Y. Sup. 626. 

Purchaser of car of grapes, to recover from carrier for dam- 
age, was required to show car was properly packed and braced, 
and that grapes were in good condition when shipped.—lIbid. 

Evidence held insufficient to establish that car of grapes 
purchased were damaged after purchase and while in carrier’s 


custody.—Ibid. 





hi > eo @ 
Shipping Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


ublished by West Publishing Co., St. Paul, Minn. Copyright, 
. 1931, by West Publishing Co.) 





(District Court, S. D. New York.) Associated Jobbers of 
Los Angeles could institute proceedings before Shipping Board 
to restrain carriers from violating shipping act (shipping 
act, secs. 1, 22, 23 (46 USCA, secs. 801, 821, 822)).—Isthmian 
§. S. Co. et al. vs. United States, 53 Fed. Rep. (2d) 251. 

“Person” may file complaint for violation of shipping act 
without being directly affected by violations (shipping act, secs. 
16, 22, 28 (46 USCA, secs. 815, 821, 822)).—Ibid. 

Action of Shipping Board in allowing intervention in pro- 
ceedings te enjoin violations of act by carriers, held not er- 
roneous (shipping act, secs. 22, 23 (46 USCA, secs. 821, 822)). 
—Ibid. 

Failure to bring in newly organized steamship companies 
by supplemental petition, held not fatal in proceedings before 
Shipping Board, where newly organized corporations answered 
complaint and called witnesses (shipping act, secs. 22, 23 (46 
USCA, secs. 821, 822)).—Ibid. 

Mistake in designation of complainant in cease and desist 
order of the Shipping Board, held not fatal (shipping act, secs. 
22, 28 (46 USCA, secs. 821, 822)).—Ibid. 

Allegation in petition to set aside order of Shipping Board 
that there was no evidence of prejudicial treatment by carriers, 
held mere conclusion, where testimony was before court.—Ibid. 

Order of Shipping Board requiring carriers to maintain speci- 
fied differential between rate on carload deliveries and split 
deliveries, held authorized (shipping act, secs. 16, 18, 22 (46 
USCA, secs. 815, 817, 821)).—Ibid. 

In suit to set aside Shipping Board’s order establishing dif- 
ferential between rates for carload deliveries and split deliv- 
eries, held that there was evidence of increased cost of split 
deliveries (shipping act, secs. 22, 23 (46 USCA, secs. 821, 822)). 
—Ibid. 

Proceedings before Shipping Board for carriers’ violation of 
shipping act, held not defective for failure to join other carriers 
operating between like points (shipping act, secs. 22, 23 (46 
USCA, secs. 821, 822)).—Ibid. 





(District Court, S. D. New York.) Where basis of libelant’s 
recovery is for money due under contract, interest should be 
allowed, although amount of recovery must be computed.— 
American Transp. Co. vs. Swift & Co., 53 Fed. Rep. (2d) 265. 

Where libelant ig not responsible for all the delay in bring- 
ing suit for final disposition, interest will be allowed in proper 
cases.—Ibid. 

Libelant’s vessels were delayed by British officials; held 
under terms of bill of lading libelant should be paid for delay 
directly resulting therefrom. 

Ocean bill of lading for shipments to Rotterdam in 1915 
provided for increase in freight for delay caused by any govern- 
ment by reason of suspected contraband, or destination, owner- 
ship, or consignment.—Ibid. 
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Provisional denial of leave to amend libel does not prevent 
amendment to conform to proof, where justice so requires.—Ibid. 


HOCH-SMITH PETROLEUM 


The Commission has postponed the effective dates in its 
two Hoch-Smith petroleum cases, No. 17000, parts 4 and 4-A. 
The effective date of part 4 has been postponed from February 
15 to March 15 and the effective date of part 4-A has been post- 
poned from February 15 to April 15. Rates within Texas pre- 
scribed in this revision of the rates on petroleum and its prod- 
ucts became operative on December 15. Rates to points in 
northern Missouri on the St. Francois branch of the Burlington 
will be made operative on February 15. 

This putting off of the effective dates is based upon an 
application of the carriers for whom F. A. Leland is tariff pub- 
lishing agent. 

Postponement until April 15, Leland said, was necessary on 
account of the fact that revision of the tariffs applicable within 
the southwest was a greater work than ever before undertaken. 
He said that it Was the intention to reduce the number of tariffs 
by taking the rates individually published by many lines into 
the agency tariffs and that that entailed an immense amount 
of labor. 

The thirty-day postponement relates particularly to rates 
from southwestern points of origin to Mississippi River cross- 
ings, Memphis and south; from the southwestern territory to 
official territory and from the southwestern territory into south- 
eastern territory. Leland said that it was desired to make 
rates from southwestern territory to southeastern and official 
territories effective coincidentally with the revision from Baton 
Rouge-New Orleans and from southwestern territory into south- 
eastern territory coincidentally with the revision from Baton 
Rouge-New Orleans and from Mobile into the southeastern ter- 
ritory. Thirty days was the period thought necessary to permit 
such simultaneous revision. 





HOCH-SMITH FURNITURE POSTPONEMENT 
The Commission has postponed the effective date of its 
order in No. 17000, part 5, Hoch-Smith furniture, in so far as it 
applies to rates between Southern and Western Trunk Line ter- 
ritories, from February 25 to June 24. Postponement was made 
on the application of the carriers. 


HOCH-SMITH GRAIN 


The Trafic World Washington Bureau 


A definite move was made by the railroads on January 13 
to avail themselves of the benefit made possible for them by 
the decision of the Supreme Court of the United States over- 
turning the Commission’s decision in No. 17000, part 7, Hoch- 
Smith grain. On that day they asked for a conference with 
the Commission as to the best method for “most expeditiously 
restoring the old rates.” A conference was appointed for Jan- 
uary 15, in the afternoon. 

By the time the information that the railroads indicated 
their wish to restore the old rates reached the Commission the 
earlier thought that the Commission might allow the railroads 
to make the restoration on less than the thirty days prescribed 
by the statute had about disappeared. (See Traffic World, 
January 9, p. 64.) The thought when that telegram came was 
that the Commission would be averse to restoration on less 
than the statutory provision. 

This change of thought on that point was due to inquiries 
and representations by or on behalf of shippers whose formal 
complaints had been made a part of the Hoch-Smith inquiry. 
The Red Star Milling Co., Wichita, Kan., for instance, did not 
want the old situation restored as to rates from Kansas to 
Texas and Louisiana in relation to rates from Oklahoma to 
those states. The relationship to which Kansas interests ob- 
jected and which would be brought into existence again with 
a restoration of the old rates was caused by the Commission’s 
decision in No. 12244, Oklahoma Corporation Commission vs. 
A. & S., 101 I. C. C. 116. A scale was prescribed in that case 
which caused a big hump in rates to the south at the Kansas- 
Oklahoma border. Before the Hoch-Smith inquiry was _ insti- 
tuted a complaint was filed against that situation. It was made 
a part of the general investigation. In that way the Kansas 
interests were deprived of separate action on a situation which 
was tacitly admitted to be so much against the interest of 
Kansas shippers that the railroads had to have fourth section 
relief to continue it. The supposition was, of course, that the 
Commission, in the Hoch-Smith proceeding, would give Kansag 
such relief as it was entitled to receive without pressing the 
formal proceeding. 

A situation will arise with respect to rates on grain and 
grain products from Idaho and Utah to the southwest, if the 
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old rates are restored, that is believed to be even more point- 
edly against the interests of complainants than the Kansas 
situation. In Ogden Grain Exchange vs. A. & S., 122 I. C. C. 
691, the Commission condemned the rate situation and ordered 
the carriers to change it. However, when the Hoch-Smith pro- 
ceeding was instituted the case was made a part of the general 
case and the order was held up. Greater relief to the com- 
plaining Utah and Idaho interests was ordered in the general 
case, Which has now gone by the board by reason of the decision 
of the Supreme Court. 


Restoration of the old rates, it was admitted before the 
conference was arranged, would have to be allowed, when the 
railroads asked for the benefit of the judicial decision. The 
only question, when the conference was arranged, was as to 
how and how soon the restoration could be accomplished. It 
was practically admitted by Commission men that nothing could 
be done for complainants, such as the Kansas, Utah and Idaho 
shippers, because their cases were definitely attached to the 
general case and therefore were covered by the injunction the 
highest court told the court of first instance to issue. That 
admission was tacitly made notwithstanding that the Utah and 
Idaho complainants had objected to their complaint being made 
a part of the Hoch-Smith proceeding. 

The main objection to restoration on short notice was that 
inasmuch as the rates prescribed by the Commission had been 
in effect since August 1, change on less than thirty days would 
work a hardship upon the shippers who had changed their busi- 
ness methods to conform therewith. On the other hand it was 
suggested that the continuance of the condemned rates for one 
day longer than required to do the physical work of substituting 
the old schedules for the existing ones placed a hardship upon 
the carriers. The point was made that the existing rates lost 
their foundation as soon as the mandate of the Supreme Court 
could be executed by the lower court and that while they could 
continue as legal rates they were really not lawful rates—a 
distinction made by lawyers but which many laymen have a 
hard time appreciating. 

When the conference was called a general assumption was 
that the Commission would reopen the case as soon as it be- 
came aware, Officially, that the court had enjoined its order, 
with a view to bringing the record down to date. The big ques- 
tion in connection with the assumed reopening was as to the 
scope of the further testimony. It was assumed that shippers 
adversely affécted by the decision in the Hoch-Smith decision 
would contend that they were entitled, in the reopened case, to 
be heard on the change that had been brought about by the 
unlawful order, although the injunction would not be aimed 
specifically against those parts of the order which had been 
of benefit to the carrier. 

Usually when the Commission reopens a case on account 
of an adverse court decision it limits the reopening so that the 
additional testimony will bear only on the phase or phases the 
court found obnoxious. A query in connection with this matter 
was as to whether the Commission could reopen the matter 
without throwing open all phases of the subject. 


Attorneys for western railroads who came here to confer 
with the Commission with a view to the restoration of the old 
grain rates, asked permission to file master tariffs referring to 
the old tariffs by appropriate supplements, effective on five days’ 
notice. They also asked permission to cancel the present rates 
on dg days’ notice, thereby clearing the way for the master 
tariffs. 


HOCH-SMITH LIVE STOCK 


The Commission has reopened No. 17000, part 9, Hoch-Smith 
live stock, western district rates, for further hearing, with a 
view to bringing the record down to date. The reopening, as 
first announced by the Commission, was limited to Mountain- 
Pacific Territory. Later a corrected order was directed to be 
sent out showing that the reopening was to cover the whole 
case. 

Application was made by the mountain-Pacific carriers on 
October 15 for reconsideration and for limited rehearing. On 
January 5, taking their cue from the decision of the Supreme 
Court in the western grain rate case, the carriers asked for the 
postponement forthwith of the part of the order making reduc- 
tions pending disposition of their petition for reconsideration 
and limited rehearing. They asked for the consideration of their 
petition of October 15 “in the light of decision just handed down 
by Supreme Court of United States relating to No. 17000, part 7, 
grain case, and direct attention that adverse effect of decision 
in this case on revenues of said carriers and revenues of carriers 
as affected by depression are shown by said petition and allege 
that revenue status of carriers is even more serious now than 
at date of showing in said petition and that the considerations 
and principles presented by this petition are substantially the 
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same as those involved and which influenced Supreme Cour, 
decision in grain case.” 

Tariffs making the rates prescribed in the case were alj , 

- D 
file before the telegraphic request for postponement was file 
The mountain-Pacific carriers were the only ones who EXDresgej 
dissatisfaction with the decision. Some of their rates were » 
duced and some were raised. Stocker rates to markets Were 
eliminated and the level of stocker rates was increased from % 
to 85 per cent of the rates on fat cattle. 

The Commission did not assign any reasons for declining to 
postpone the effective date of the reduced rates. One of the 
unofficial suggestions, however, was that the mountain-Pacif, 
and western trunk line rates were so commingled that it wou, 
be hard if not impossible to postpone the mountain-Pacific redy. 
tions without at the same time postponing all the change 
thereby depriving mountain-Pacific carriers of the increases op 
stocker cattle and the western trunk line carriers of the benef, 
of advances allowed in their rates, for an indefinite period, 

The Commission at the same time as it reopened this cage 
denied the application of S. J. Henry, tariff publishing agent fo; 
the Milwaukee and other carriers, for a modification of the order 
so as to permit the grouping of Seattle, Wash., and Portland, 
Ore., on live stock originating in specified territory east of those 
points and west of the Montana-Idaho line and from a few points 
in Montana. 

At the same time the Commission modified its order of June 
8, 1931, so as to enable the carriers to meet truck competition 
by retaining low minima and the transportation of live stock 
attendants, as follows: 

Hogs, single deck, straight carloads, when in cars 36 feet 7 inches 
and under in length (inside measurement), minimum weight 15,000 
pounds; in cars over 36 feet 7 inches to and including 40 feet 6 inches 
in length (inside measurement), minimum weight 17,000 pounds. 

On mixed carloads of cattle, calves, hogs, and/or sheep, single 
deck, from one consignor to one consignee, the current hog single-deck 
rate, with minimum of 15,000 pounds, in cars 36 feet 7 inches and 
under in length (inside measurement), and 17,000 pounds in cars of 
36 feet 7 inches to and including 40 feet 6 inches in length (inside 
measurement). 


Return transportation will be granted attendants in charge of one 
carload shipment, to be limited to shipments not to exceed 200 miles, 





WESTERN PROJECT OPPOSED 


As was anticipated when Coleman Crenshaw, of Salt Lake 
City, filed his application for authority for the Denver Pacific 
Railroad Co. (Finance No. 9087) to construct an eight hundred 
mile railroad from Denver, Colo., to San Pedro Harbor, Calif, 
substantial opposition to the project has developed among 
existing railroads in that part of the country. The Union 
Pacific, Santa Fe and Denver & Rio Grande Western are among 
the western lines that have advised the Commission they will 
oppose granting of the application. 

The Denver & Rio Grande Western in a petition of inter- 
vention in No. 9087, application of Denver Pacific Railroad Co. 
for authority to construct a railroad from Denver to San Pedro 
Harbor, Calif., says that public convenience and necessity do 
not require this line as all points that would be served by it 
are now adequately served. 

“No feasible plan for the financing or construction of the 
proposed railroad has been devised and the same is a mere 
fanciful promotion scheme without substance or merit from the 
standpoint of either the public or investors,” says the D. & R. 
G. W. 

The D. & R. G. W., the Union Pacific, the Oregon Short 
Line and the Los Angeles & Salt Lake have been permitted to 
intervene. 


CONTROL OF WESTERN MARYLAND 


The Baltimore & Ohio is preparing to deposit its Western 
Maryland stock with a trustee in compliance with the Commis- 
sion’s order in the Clayton act proceeding requiring the Balti- 
more & Ohio to divest itself of such stock. The last order of 
the Commission in the case required that the divestment be 
made not later than January 13. 


STOCK PURCHASE INQUIRY 


In No. 24825, stock acquisitions by Chicago, Rock Island & 
Pacific Railway Co., and St. Louis-San Francisco Railway Co., 
the Commission has canceled the hearing now assigned for Jan- 
uary 20, at New York, N. Y., and has reassigned the proceeding 
for hearing February 24, before Assistant Director Burnside at 
the Hotel New Yorker, New York City. Previously the Commis- 
sion had transferred the case for hearing from Washington to 
New York on January 20. 


CANADIAN TRAFFIC LEAGUE 
The speaker at the annual dinner of the Canadian Indus- 
trial Traffic League set for January 28 at the Mount Royal 
Hotel, Montreal, will be the Rev. Canon Allan P. Shatford, 
rector of the Church of St. James the Apostle. 
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CONSOLIDATION OF RAILROADS 


The Trafic World Washington Bureau 


In continuation of testimony in support of the four-system 
Jan submitted by the Baltimore & Ohio, the New York Central, 
the Chesapeake & Ohio-Nickel Plate and Pennsylvania as a sub- 
stitute for the Commission’s five-system plan for the eastern 
district, J. J. Bernet, president of the Chesapeake & Ohio, said 
that, generally speaking, he agreed with President Willard, of 
the Baltimore) & Ohio, and President Atterbury, of the Penn- 
sylvania, in the hearing, held by Chairman Porter and Examiner 
Koch in No. 12964, consolidation of railroads, on further hear- 
ing. But he disagreed with them about the New England phase 
of the subject, Willard being for a New England system, and 
Atterbury for trunk line penetration of that territory. 

As Mr. Bernet understood Mr. Atterbury the latter favored 
trunk line penetration with the Pennsylvania retaining its 
interest in the New Haven and the Boston & Maine “and I sus- 
pect of extending that interest,” he added. 

“My ambition is to go into New England over a main line, 
the Boston & Maine, using the Delaware & Hudson as a bridge 
line,” said Mr. Bernet, this declaration being made in answer 
to questions by Bentley Warren, speaking for the governors of 
New England states other than Rhode Island. 

Mr. Bernet said he wanted the four bridge lines, Delaware 
& Hudson, Lehigh & Hudson River, Lehigh & New England 
and New York, Ontario & Western, to be controlled by the 
systems that would need them to connect with the New England 
lines. An independent Delaware & Hudson, in his opinion, 
would not serve as well as if it were owned by the four systems. 

As to differential lines through Canada, Mr. Bernet, also in 
answer to Mr. Warren, said nothing would happen to them 
unless the Commission changed its mind and allowed the trunk 
lines to close them. Mr. Bernet admitted that the operators of 
the standard routes did not like the differential routes, con- 
sidering the arrangements over them unfair, but he said they 
could not do anything about it. He admitted that, as Mr. 
Atterbury had said, the differential routes were to the trunk 
lines like a case of itch to a man—something he would like to 
get rid of, even if he had lived with it for a number of years. 

Answering questions by Chairman Porter as to whether 
the four-system plan would fit in with any solution of the New 
England problem that might be proposed, Mr. Bernet said that 
what the four parties were proposing would not do violence 
to any plan for the disposition of the New England question that 
he had ever heard proposed. Assigning the bridge lines to any 
New England roads, he said, would require their short-hauling 
of themselves. Mr: Bernet also discussed the New England 
question with Charles F. Dutch, the latter representing seventeen 
New England associations extending throughout New England, 
“but not particularly Rhode Island.” 

In answer to questions by Karl Knox Gartner, representing 
Oswego, N. Y., port commissioners, Mr. Bernet said that Oswego 
was not a port large enough to warrant three lines, Oswego 
objecting to being limited, as under this plan, to the New York 
Central. He said that one consolidated line, as proposed, would 
give it better service than it now had. Mr. Gartner indicated 
that Oswego did not like the proposal to divorce the New York, 
Ontario & Western from the New Haven and thereby destroy 
the one-system line for ex-lake grain between Oswego, which 
had spent millions to improve its port facilities in view of the 
enlargement of the Welland Canal. The Boston-Oswego grain 
route, Mr. Bernet said, could not, in his opinion, compete with 
the Montreal route. 

F, M. Varah, for Syracuse, N. Y., wondered why the Chesa- 
peake & Ohio-Nickel Plate system had exchanged the Lacka- 
wanna for the Lehigh Valley, the Lackawanna, by the exchange, 
going to the New York Central, and thereby limiting Syracuse, 
the fourth largest producing center in New York, he said, to the 
New York Central. Mr. Bernet said he had agreed to the ex- 
change because the Lehigh Valley reached more points than the 
Lackawanna. 

Before being led into the controversies created by the new 
plan, Mr. Bernet related the history of the conferences among 
the trunk lines which were begun a short time after the Com- 
mission submitted its tentative plan and eventuated in the 
substitute plan now before the Commission for its five-system 
Plan. He pointed out the objections and weakness of the fifth 
system or Wabash-Seaboard system, saying that it was im- 
practical and would not result in more economical routes. He 
devoted a good deal of attention to the proposed allocation of 
the Wheeling & Lake Erie to the Chesapeake & Ohio-Nickel 
Plate system, saying there was no need for another single-line 
route through Pittsburgh. He also paid particular attention to 
the proposed allocation of the Virginian to the Pennsylvania 
and Chesapeake & Ohio-Nickel Plate systems instead of to the 
New York Central and Chesapeake & Ohio, saying that it would 
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be to the interest of the New York Central, if the Commission 
allocation were allowed to stand, to close routes via. Gilbert, 
W. Va. He said that the Chesapeake & Ohio-Nickel Plate sys- 
tem as proposed in the application now before the Commission 
would operate 14,630.39 miles of railroad, including proposed 
trackage rights, new construction and other railroads allocated 
to it as shown in the application but excluding 337.25 miles in 
Canada and also excluding its interest in the joint railroads. 

The investment, he said, in road and equipment of the 
railroads comprising the proposed Chesapeake & Ohio-Nickel 
Plate system was about $2,100,000,000 at the close of the year 
1930 and their combined net railway operating income for the 
year 1930 was 3.68 per cent on that invesmtent. The eorre- 
sponding percentage was 5.58 per cent in 1929 and 5.49 per 
cent in 1928. In each of the three years its return on invest- 
ment compared favorably with those of the other three proposed 
systems, he said. 

It was not proposed to close any routes or rates to Norfolk, 
Va., said Mr. Bernet, in answer to questions by J. W. Carmalt, 
whose cross-examination of Mr. Bernet was taken to be in 
support of Virginia’s idea that the Chesapeake & Ohio should 
be separated from the Erie and the Norfolk & Western from 
the Pennsylvania and that the Virginian should be left inde- 
pendent. Mr. Bernet, in answer to Mr. Carmalt’s proposition 
that-the proposed plan would deprive Norfolk of one line if the 
the C. & O. should be given a half interest in the Virginian, 
said that that would not follow because the New York Central, 
the owner of the other half, could use the Virginian for east- 
bound coal. 

H. T. Newcomb, in behalf of the Delaware & Hudson, asked 
Mr. Bernet to furnish data of the character he had asked the 
Pennsylvania and the B. & O. to furnish about issuance of cap- 
ital securities in the last five years. Mr. Bernet, also in answer 
to questions by Mr. Newcomb, said that the Virginia Trans- 
portation Company had made a large loan to the Bremo Corpo- 
ration which Mr. Bernet said he understood was a combination 
of stockholders of the Chicago Great Western 

P. E. Crowley, president of the New York Central until 
January 1, touched upon the advantages to that carrier to be 
obtained from the acquisition of the lines the four-system plan 
proposes shall be added to that system. As to the Lackawanna, 
he said its acquisition would give the New York Central ad- 
vantageous contact with the industrial section of New Jersey. 
While the New York Central had about 11,000 feet of water 
frontage in that part of New Jersey, Mr. Crowley said the sys- 
tem had few opportunities for the expansion of yards and the 
development of industries on its line. He dealt with other pro- 
posed acquisitions in the same manner. 

Up-state New York and New England cross-examined Mr. 
Crowley at length, Thomas Woodward for the Syracuse Cham- 
ber of Commerce; Karl Knox Gartner for the port of Oswego; 
Charles F. Dutch for New England organizations; Bentley War- 
ren for New England governors; Johnston B. Campbell and 
Samuel Silverman for the city of Boston. 

Mr. Campbell gave a suggestion as to the position that 
might be taken by Boston by asking several questions as to 
whether it would not be embarrassing to the Commission to 
give approval to this plan and then find that it would not fit 
in with what it thought should be done with the New England 
situation, climaxing that with a question as to whether it prob- 
ably would not be well for the Commission to consider the New 
England situation before acting on this application. Mr. Crow- 
ley did not agree with the former member of the Commission 
on any of the propositions, revolving generally around the 
question of trunk line penetration or non-penetration of New 
England. 

Mr. Crowley said he had no opinions to express, in answer 
to questions by Mr. Dutch, as to whether service to New Eng- 
land would be improved or deteriorated by giving the New 
Haven and B. & M. to the Pennsylvania or the B. & M. to the 
C. & O. 

“It is not the policy of the New York Central to stifle any 
route,” said Mr. Crowley in answer to a question of whether the 
allocation of the New York, Lake Ontario & Western to the 
New York Central would not give the latter an opportunity to 
stifle the N. Y. O. & W.-New Haven route for grain from Oswego 
to Boston. Mr. Gartner suggested that that was the only route 
in United States territory that could compete with the Montreal 
route for that traffic. Mr. Gartner, in answer to a reference to 
the good service the New York Central would be able to give 
Oswego, said that the New York Central had thus far not obeyed 
the order of the Commission giving Oswego a differential under 
Buffalo on grain and that if the New York, Ontario & Western 
had not obeyed the order Oswego probably would now be in the 
courts trying to force the New York Central to obey. He wondered 
if that was the sort of service the New York Central would give 
Oswego in the future in its attempt to compete with Buffalo, 
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where, he suggested, the greater interest of the New York Cen- 
tral rested. Mr. Crowley said he did not know that what Mr. 
Gartner said was the fact and contended that Oswego was a 
place in which the New York Central had interest that was 
cared for by the New York Central without discrimination. 


A vivid picture of wasting of capital that would be caused 
by an attempt to create a fifth system in the east as proposed 
by the Commission and the four-system plan as the one method 
by which the railroads might meet the threat of truck com- 
petition were the striking parts of testimony given in behalf 
of the Pennsylvania, from an operating point of view, by M. W. 
Clement, operating vice-president of that system. His testimony 
attracted attention not only on account of what it contained, but 
also on account of a general supposition that Mr. Clement will 
succeed W. W. Atterbury when the latter retires. 


“Since the origination of the consolidation question ten 
years ago, truck competition,” said Mr. Clement, “has grown 
from minor importance to major importance, giving complete 
delivery from the factory door to the store door. The railroads, 
to meet that competition, are gong to have to do likewise. 


“The carriers are practically in agreement as to store door 
delivery in New York. I predict that what happens in carload 
traffic will eventually come to less-than-carload traffic and what 
happens in New York will happen throughout trunk line ter- 
ritory. 

“The fewer the carriers, the stronger the carriers, the more 
nearly equal are their conditions in the larger cities, the cheaper 
and more economically and more efficiently will store door de- 
livery be worked out. The more efficiently and more economi- 
cally that store door delivery is worked out, the greater the 
public benefit.” 

To discuss trunk line problems in New York City, the wit- 
ness said, required representatives of at least nine and some- 
times of fourteen carrier. The container, in its development, 
he said, had gone through a period of four or five years; the 
truck body two or three years in an experimental way. Continu- 
ing, he said: 


With a few strong carriers covering the same general expanse 
of territory, with common conditions, and excluding some minor local 
situations on the smaller carriers, the larger carriers can get some- 
wheres together, carrying on research and experiments for new 
methods of transportation, which would benefit the carriers and the 
public alike by reducing the ultimate cost of transportation. 


As these systems have been worked out in the four-party plan, 
it is my belief that the four carriers, on an equality with each other 
and economically can offer such improvements in freight service as 
are represented by the practice of making up destination trains at 
originating points and handling them through in solid trains to des- 
tination terminals, but the carrier without sufficinet volume of freight 
must dispatch light trains or cease to maintain competition. There 
is not a sufficinet volume of business on the fifth system to compete 
with the other four in this respect, and certainly the object of con- 
solidation is to give the best service at the least possible expense. 


The consolidation of these eastern carriers into four systems, with 
like requirements and serving like communities, will lead to better 
standardization of equipment and greater utilization, through the con- 
centration of ownership. 

To keep up the speed of today it has to be a signalled railroad; 
to make it safe it has to be better signalled than ever before. With 
the signalling for speed, which much increased frequency and ¢ca- 
pacity, the main stems of these carriers, which were up to near ca- 
pacity a few years ago, are nowheres near capacity today. The 
difference between four systems and five systems is the difference 
between the capital expenditures for four complete highways as 
compared with five complete highways. 

Two strong systems give to any community and its industries all 
the possibility of strength. Two strong systems give better com- 
petition than three or four weak ones. Two strong systems give 
better competition than two strong systems and a weak one. 

The Pennsylvania railroad is made up of a consolidation of a 
great number of short lines. If those short lines existed today, with 
the great number of junction points involved, they would be such 
barriers to transportation that many of the component parts would 
be so financially burdened that they could not be sustained today. 

Since the consolidation of the lines east and the lines west, in 
the Pennsylvania system, the Pittsburgh gateway has ceased to 
exist. Where they once made deliveries to each other, through large 
interchange yards, which were built all around Pittsburgh, today 
through freight service is operated through Pittsburgh just as though 
Pittsburgh did not exist. 

With the elimination of the interchange, as far as the Pennsyl- 
vania railroad is concerned, Pittsburgh has had such service as it 
has never had before. 

The different parts of the Pennsylvania system have autonomous 
‘home rule,’’ with officers at the larger cities who are immediately 
in contact with the public and its problems for decision. 

While it has given the larger units more general representation, 
it has decreased general expenses, and decreased the necessity for 
capital expenditures. 

As I view the possibilities to transportation in the coordination 
of these systems, I have had in mind all the time for the background 
my experiences in the consolidations that I have gone through and 
a — results have been in better transportation service to 

e public. 


From the point of view of successful operation, Mr. Clement 
said, the Commissions proposed fifth system, Wabash-Seaboard, 
Was very undesirable and impracticable because there was an 
entire lack of coordination among the different important com- 
ponents of it. The Seaboard, he said, coordinated in no way 
with the N. & W. and their linking together would divert Sea- 
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board fruit and vegetable traffic, now moving through Potomy 
Yard, to other lines because the N. & W. could not distripy, 
it to the north except over long and slow routes. Linking ¢, 
Seaboard and the N. & W., he said, would also destroy the 
through passenger service built up by the Pennsylvania ip the 
north and delivered to the Seaboard in solid trains for Florig, 

The Pennsylvania, he said, had expended $42,000,000 in gp. 
veloping lines to carry N. & W. coal to Sandusky, Toledo anj 
Detroit and $50,000,000 to carry over its Chicago division. 

“To separate these two portions of separate carriers whic, 
have grown up together for the handling of this business” 
said the witness, “is to destroy that capital investment.” 

The fifth system proposal, Mr. Clement said, was to haye 
outlets for the business of the N. & W. provided by the Detroit, 
Toledo & Ironton and the Chesapeake & Ohio of Indiana, a mer. 
chandise line between Cincinnati and Chicago. Continuing 9, 
that phase of the subject, Mr. Clement said: 


For the D. T. & I. to supply to the N. & W. the same facilities 
capacities and conditions for economic operation as are supplied py 
the Toledo division of the Pennsylvania, would mean a Considerable 
reconstruction of that road, together with the development of ap 
entirely new set of lake port facilities on the lakes, so that the entire 
evolution would be one of destroying approximately $75,000,000 of 
capital already invested and supplanting it by another $75,000,000 of 
construction, the entire carrying charges of both having to be borne 
by the same volume of coal. } 

On its west end, the N. & W. bears no relation to the fifth sys. 
tem, having no physical connections with the W. & L. E. and no 
traffic relations worth consideration. It has very little traffic re. 
lations with the Wabash and no physical connections. It has no cop- 
nection with the Lehigh Valley except by building a 100-mile con. 
nection of heavy construction across the hills, or by sequestering 
existing routes of competitive carriers, part of which route would 
vv to be entirely rebuilt to ever become an economic operating 
ine. 

A combination of N. & W. and Pennsylvania operations in Nor- 
folk would give to Norfolk a strong concentration of two carriers, 
increasing the importance of Norfolk, and giving to that city, under 
common control, access to the north, west and south. 


Except for terminals in Detroit, the D. T. & I., Mr. Clement 
said, would give the fifth system no advantage from the west 
that it did not already possess, whereas the D. T. & I. terminals 
in Detroit were necessary for the proper development of the 
Pennsylvania system in Detroit. The Wabash westward from 
Buffalo would give the Pennsylvania what it would need for 
its competition with the other systems. 

Financial questions were not answered by Mr. Clement on 
cross-examination, because, as he said, he was not a financial 
officer, knowing nothing about a suggested loss of $62,000,000 
by the Pennsylvania on account of its stock purchases, or about 
the operations of the Pennroad. Chairman Porter frowned on 
questions about the Canadian end of the D. & H. system, but 
Mr. Newcomb said that if that system was to be drawn and 
quartered he would like to know what parts of the property 
were to be involved. Mr. Porter said he didn’t think the Com- 
mission would undertake to quarter anything in Canada. 

C. J. France, speaking for Providence, R. I., Chamber of 
Commerce, cross-examined Mr. Clement about New Haven serv- 
ice. Mr. Clement said that the two railroads worked in close 
cooperation, but that their managements were different. As- 
sumption by the witness that the cross-examination was hostile 
brought a declaration from Mr. France that it was not hostile 
because Providence favored inclusion of the New Haven in the 
Pennsylvania system. 

R. S. Marshall, vice-president of the C. & O., the first wit- 
ness for the proponents of the four-system plan, was also their 
last. He brought the number of statistical exhibits in their 
behalf to more than seventy. In behalf of the C. & O., he said 
that that carrier, in the last ten years, had spent $200,000,000 
on the physical property’s improvement, exclusive of acquisi- 
tions that has also improved it, the figure covering the Hocking 
Valley part of the property. 

When he had completed his testimony and incidental cross- 
examination, Joseph L. Johnson, for the Toledo, Peoria & West- 
ern, asked that the four trunk lines submit balance sheets 
and income accounts up to November 30, 1931, covering their 
roads and the ones they proposed to acquire. Mr. Marshall 
agreed to do that. 

At the conclusion of his testimony the hearing was ad- 
journed until February 15. Examiner Koch announced a tenta- 
tive program for that hearing. It is to be begun with a cross 
examination of Mr. Marshall. Then other parties will be heard 
in the following order: American Short Line Railroad Ass0- 
ciation, which it was announced was supporting the applica 
tion; Syracuse, N. Y.; Oswego, N. Y.; New England governors; 
Rhode Island; Boston interests; Buffalo, N. Y.; Newark, N. J.; 
those interested in the allocation of the Monon; Chesapeake 
Western; Northampton & Bath; Bessemer & Lake Erie; Inter- 
state Railroad; Elgin, Joliet & Eastern; Toledo, Peoria & 
Western; and the Virginia commission. 

The chambers of commerce of Bedford and New Albany, 
Ind, have intervened in opposition to control of the Monon by 
the B. & O. 
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PRACTICES OF CARRIERS 


In Ex Parte No. 104, practices of carriers affecting operat- 
ing revenues or expenses, the Commission has created part 6, 
warehousing and storage of property by carriers at the port of 
new York, N. Y., and has set for hearing part 1 of the pro- 


r 


ceeding relating to railroad fuel. 

In a notice of information to be sought at hearings yet to 
pe announced in part 6, issued to the railroads serving the port 
of New York, the Commission said this part of the inquiry was 
directed toward establishing facts concerning all policies, prac- 
tices, services and charges in connection with warehousing 
and/or storage of freight by carriers serving the port of New 
york district. Continuing, the notice says: 


This notice is intended to inform respondents of the particular 
subjects, aS nearly as may be, which will be considered in this part 
of the general inquiry, so that they may arrange in ample time to 
furnish the desired information at the hearings to be held at_such 
times and places as the Commission may hereafter designate. These 
particular subjects are as follows: 

(1) All warehousing or storage afforded or performed on or in 
the lands, piers, buildings, structures, cars and other facilities and 
equipment, owned, leased, used, held, or controlled directly or 
indirectly by respondents. 

(2) The investments, direct or indirect, of respondents in lands, 
equipment and facilities used, or to be used, for such warehousing 
and storage or used in part for such warehousing and storage and 
in part oe other purposes, and the return to respondents on such 
investments. 

“ (3) The return to respondents on investments, direct or indirect, 
by respondents in the securities of companies engaged, or proposing 
to engage, in said warehousing and storage. 

(4) Loans, advances, labor, services, allowances, compensation 
and gratuities made or given, directly or indirectly, by respondents 
to others engaged, or intending to engage, in such warehousing and 
storage, and the purpose thereof and the return thereon. 

(5) The costs and expenses of loading, unloading, handling, trans- 
ferring, distributing, warehousing and storing freight assumed or 
borne, directly or indirectly, by respondents in connection with said 
warehousing,and storage. 

(6) Rents or other form of compensation paid, directly or in- 
directly, by respondents for the use of property devoted to such ware- 
housing and storage. 

(7) Rents or other form of compensation received, directly or 
indirectly, by respondents for the use of their property leased or 
granted to others and devoted to such warehousing and storage. 

(8) Storage-in-transit rules and privileges established or granted 
by respondents. 

(9) Rules, rates, charges and practices involved in said ware- 
housing and storage. 

(10) All other practices involved in said storage and warehousing, 
and all other information which will enable the Commission to 
determine whether respondents have complied in connection there- 
with with the various provisions of the interstate commerce act, or 
other acts in addition or supplementary thereto. 

Note: Where the term “respondent” is used in this notice it 
should be understood as including, so far as may be necessary or 
appropriate to the context, all corporations and interests subsidiary 
to or affiliated with respondents. 

All correspondence and communications concerning this part of 
Ex Parte No. 104 should be addressed to Wm. H. Booneville, director, 
a of Inquiry, Interstate Commerce Commission, Washing- 
ton, 


Warehousemen Complain 


When the Commission’s notice was made public, John J. 
Hickey, counsel for the Warehousemen’s Protective Committee, 
issued a statement that he had complained to the Commission 
in behalf of the warehousemen. He said he informed the Com- 
mission, among other things: 


(1) That the large railroad systems have invested large sums 
of money, millions of dollars, in warehouses and warehouse facilities 
which are being used in the performance of commercial warehouse 
and storage services and not for services embraced in common carrier 
duty, (2) that this intrusion of the railroads into the commercial 
warehouse field, trade service beyond the charter powers of common 
carriers, has resulted in over-expansion of warehouse facilities and 
has made the warehouse business unprofitable for all engaged therein 
at the Port of New York, (3) that, prompted by the motive to obtain 
freight traffic for movement over their rail routes, the railroads 
perform commercial warehousing and storage of freight at rates and 
charges lower than the costs of such services, and, (4) that this 
commingling of transportation and trade service, involving perform- 
ance of commercial warehouse services at less than cost by the rail- 
roads, is dissipating railroad income and has virtually demoralized the 
warehouse industry of the Port of New York. 


The statement said that the interstate commerce act and 
the Elkins act prohibited the giving of rebates or equivalent 
concessions by railroads to shippers, but that the railroads 
evaded the statutory restraints by performing both transporta- 
tion and commercial warehousing and giving the rebate or 
traffic buying subsidy in connection with their warehousing 
activities. It said the complaining warehousemen sought to 
restrain the railroads from engaging in commercial warehousing 
and storage. 

“They are convinced,” continues the statement, “that the 
federal statutes in force at the present time prohibit the rail- 
roads from engaging directly, or indirectly through creation of 
subsidiary corporations, in the performance of any warehouse 
or storage services other than the involuntary storage that is 
incident to their performance of transportation service. If, in 
the proceedings before the Commission and the courts which 
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are now at hand, the present statutes prove to be insufficient 
to effect that restraint, then the warehousemen intend to apply 
to Congress for amendment of the statutes which will forbid 
railroad intrusion into commercial warehouse service.” 

The Warehousemen’s Protective Committee was organized 
in June, 1931, “for the purpose of prosecuting this matter to a 
conclusion before the Interstate Commerce Commission and in 
the courts.” The original membership included a large number 
of warehouse companies in New York City and the northern 
part of New Jersey, and subsequently warehouse companies in 
many of the important cities throughout the country became 
members of the committee, according to the statement. T. A. 
Adams, president, Manhattan Refrigerating Co., New York City, 
is chairman of the committee; F. S. Shafer, Essex Warehouse 
Co., Newark, N. J., secretary, and Frank A. Horne, president of 
the Merchants’ Refrigerator Co., New York City, is treasurer. 
Commenting on the action of the warehousemen, Mr. Hickey 
said: 

The complaining warehousemen are prepared to show many mil- 
lions of dollars invested by the railroads in warehouse facilities 
devoted to commercial warehousing which is trade service not 
embraced in common carrier duty; also failure of the carriers to 
earn operating expenses or any return on their investments in these 
ventures into trade service. 

The Baltimore and Philadelphia warehousemen obtained condem- 
nation of the giving of allowances, out of freight rates, to warehouse 
companies engaged in commercial warehousing. The warehousemen 
will now go the full route using the Port of New York practices as 
a test case. They seek Commission and court orders that will restrain 
the railroads from engagement or participation, directly or indirectly, 
in commercial warehouse and storage activities at any point in the 
United States. Their position is that common carriers, subject to the 
interstate commerce act, cannot perform any kind of trade service, in 
connection with freight which they transport, without violating that 
statute. 

Railroad Fuel 


The Commission said in a notice of information to be sought 
at hearings in part 1, railroad fuel, that this part of the inquiry 
was to establish facts concerning the following practices: 


(1) The methods pursued by respondents in the selection of fuel. 
(2 The methods used by respondents in allocating their fuel 


(3) The basis on which prices paid for fuel by respondents is 


(4) The inspection of fuel by respondents. 
, >. The practices of respondents in distributing and accounting 
or fuel. 


The Commission said that unless and until notice was 
otherwise given this part of the inquiry would be confined to 
Class I railroads; that, for the present, this part of the inquiry 
would be confined to fuel for locomotives; and that the prin- 
cipal basis or source from which the inquiry would proceed 
would be the responses made to the Commission’s questionnaire 
of August 5, 1931. Continuing, the Commission said: 


Each respondent should also prepare and have present at the 
hearing two copies of a tabulation of the bids tendered for fuel coal 
showing the bidder, the name of the operating company, the name 
of the mine or mines, the preparation of the coal bid on and the price 
bid per ton, for coal to be furnished during the calendar years, 1929, 
1930 and 1931. A similar tabulation should also be prepared covering 
oil fuel. 


At the same time, the witnesses for respondents should be pre- 
pared to testify to the number of coal mines on their respective lines 
(segregated as to fields or tariff groups) and in operation during the 
period January 1, 1929, to September .30, 1931; the number of such 
mines and their approximate daily output, whose coal was found, 
after inspection or test, not suitable for locomotive fuel; the number 
of such mines, and their approximate daily output, whose coal has 
been approved by respondents for locomotive fuel; the aggregate 
amount of locomotive fuel coal purchased, and the average price per 
ton paid for contract and spot purchases, for the calendar years 1929 
1930 and the period January 1, 1931, to September 30, 1931, with and 
without direct freight charges, in the same manner as reported to the 
Commission in line 6 of Form OS-E, Fuel for Locomotives. 


Respondents should also be ready to furnish similar information 
with respect to locomotive fuel oil purchases for the same period, the 
prices and averages being based on the cost per barrel. 

Each respondent should also prepare and have ready for sub- 
mission at the assigned hearing, a map showing its line of road, 
the location of each coal and oil field on its line at which locomotive 
fuel was purchased during the calendar year 1929, and the distances 
from such fields to respondent’s concentration, distributing or unload- 
ing points. Where such fuel was purchased at off-line points, the 
map should show the mileage from such fields to junction points 
with the respondent’s line and the distance from such junction points 
to such concentration, distributing or unloading points. 

Each respondent should also furnish two copies of its current mine 
rating bulletin. 

It is also desired that respondents be prepared to testify with 
respect to the unit consumption of fuel by classes of service for the 
years 1929, 1930, and the first nine months of 1931, as follows: 

Passenger service—Pounds of coal per passenger train—car mile. 

Freight service—Pounds of coal per 1,000 gross ton—miles includ- 
ing weight of locomotive and tender. 

Switching service—Pounds of coal per locomotive mile. 


The notice further calls on the carriers to have present at 
the hearings such of their officers who from practical experi- 
ence with the specified subjects are able to furnish the desired 
information and are prepared to make complete response to all 
questions concerning the practices involved. The Commission 
said respondents would be called in the order they were named 
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in the notice of assignment for hearing, subject to any changes 
that might be justified by special reasons. It said all communi- 
cations with reference to this part of the inquiry should be 
addressed to W. P. Bartel, director of the Bureau of Service, 
Interstate Commerce Commission, Washington, D. C. Hearings 
will be held before Examiner Charles W. Berry. Inquiry will 
be made of the following carriers at the St. George Hotel, New 
York, N. Y., February 1 to 18: 

Bangor & Aroostook, Boston & Maine, Central Vermont, Maine 
Central, Rutland, New York, New Haven & Hartford, New York, 
Ontario & Western, New York Central, Boston & Albany, Michi- 
gan Central, Cleveland, Cincinnati, Chicago & St. Louis, Pitts- 
burgh & Lake Erie, Indiana Harbor Belt, Chicago River & Indi- 
ana, Delaware & Hudson, Delaware, Lackawanna & Western, Le- 
high Valley, Central Railroad of New Jersey, Erie, Chicago & 
Erie, New Jersey & New York, New York, Susquehanna & West- 
ern, Ulster & Delaware, Brooklyn Eastern District Terminal, 
Baltimore & Ohio, Baltimore & Ohio Chicago Terminal, Staten 
Island Rapid Transit, Buffalo, Rochester & Pittsburgh, Buffalo 
& Susquehanna, Western Maryland, Pennsylvania, Long Island, 
Reading, Atlantic City, Lehigh & Hudson River, Lehigh & New 
England. 

Inquiry will be made of the following carriers at the Cham- 
ber of Commerce, Pittsburgh, February 23 to 26: 

Pittsburgh & West Virginia, Monongahela, Montour, Besse- 
mer & Lake Erie, Union R R. (of Pennsylvania), Lake Terminal, 
Newburgh & South Shore, Monongahela Connecting, Conemaugh 
& Black Lick, Pittsburgh, Shawmut & Northern, ‘Pittsburg & 
Shawmut. 

Inquiry will be made of the following carriers at the 
Statler Hotel, Detroit, Mich., February 29 to March 4: 

Toledo Terminal, New York, Chicago & St. Louis, Akron, 
Canton & Youngstown, Wheeling & Lake Erie, Pere Marquette, 
Grand Trunk Western, Detroit & Mackinac, Detroit & Toledo 
Shore Line, Detroit Terminal, Detroit, Toledo & Ironton. 

Inquiry will be made of the following carriers at the 
Sherman Hotel, Chicago, Ill., March 7 to March 21: 


Norfolk & Western, Louisville & Nashville, Illinois Central, 
Gulf & Ship Island, Yazoo & Missisisppi Valley, Chicago & Hast- 
ern Illinois, Chicago & Illinois Midland, Chicago, Indianapolis & 
Louisville, Wabash, Ann Arbor, Belt Ry. of Chicago, Elgin 
Joliet & Eastern, Illinois Terminal, Toledo, Peoria & Western, 
Atchison, Topeka & Santa Fe, Chicago, Milwaukee, St. Paul & 
Pacific, Chicago, Rock Island & Pacific, Chicago, Rock Island 
& Gulf, Chicago, Burlington & Quincy, Alton, Chicago Great 
Western, Chicago & North Western, Chicago, St. Paul, Minne- 
apolis & Omaha, Peoria & Pekin Union, Green Bay & Western. 


TRANSPORTATION INQUIRY 


Investigation of the competitive transportation situation by 
the House committee on interstate and foreign commerce is 
provided for in a resolution offered in the House January 12 
by Chairman Rayburn, of the committee. In a statement issued 
when he offered the resolution, the chairman referred to the 
recommendation of the Commission in its last annual report 
that Congress provide for an impartial and authoritative in- 
vestigation for the purpose of determining whether and to what 
extent motor, water, and air carriers operating in competition 
with the railroads are receiving direct or indirect government 
aid amounting, in effect, to subsidy; and, if so, what steps, if 
any, are necessary to correct this situation, with a view to 
placing competition on a just and equitable basis. Continuing, 
he said: 


The contention of late has frequently been made that certain 
transportation agencies, more particularly the motor, water, and air 
carriers, are, in effect, subsidized by government, and that, to the 
extent of such subsidizing, their competition is unfair to the railroads. 
The claim that a subsidy exists, so far as the motor carriers are 
concerned, rests chiefly on the great investment by the public through 
both the federal and state governments in public highways and roads. 
It is asserted that the motor carriers do not contribute through special 
taxation or otherwise their fair share to the support of this invest- 
ment, so that part of the burden that they should carry is borne by 
other users of the highways, by general taxation. In the case of 
water carriers,.a similar claim is made—that they enjoy the benefit 
of a huge public investment, including the Panama Canal, the New 
York State Barge Canal, improvements to other waterways, and, to 
some extent, docks and terminals, and that these water carriers do 
not contribute their fair share to the support of facilities created 
at public expense. 

It is also claimed that the government has to meet any deficit 
which the Inland Waterways Corporation may incur; also that the 
facilities of the Inland Waterways Corporation are exempt from tax- 
ation. In the case of the air carriers, the claim that a subsidy exists 
is based on the contracts for carrying the mails. These contentions 
are all vigorously disputed and no comprehensive and impartial study 
of the facts has been made. 

In the annual report of the Commission, no mention was made 
of pipe lines in connection with the public subsidy question and, 
in conversation with members of the Commission, it was learned that 
they are not aware that any claim has been made that the pipe lines 
have received public aid. However, since they are among the im- 
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eee transportation agencies, it has seemed desirable to includ 
them. 

The friends of motor trucks and water carriers, in contention y; 
representatives of the railroads, have referred to the public aig Pi. 
to the railroads in the past. In view of this off-setting contention 
it seemed advisable to provide in the resolution for investigation - 
public aid to the railroads, as well as to the other classes of carrien 


The text of the resolution follows: 


Resolved, That the committee on interstate and foreign com 
merce is authorized and directed, as a whole or by subcommittee to 
investitgate and determine, as nearly as may be: cone 

(1) The extent to which there have been provided at public ex. 
pense in the United States or the Panama Canal zone facilities or 
improvements which are used by or facilitate the operation of t, 
following classes of carriers, to the extent that they transport per. 
sons or property between points within the continental United States. 
(a) Water carriers; (b) air carriers; (c) motor highway vehicles; (4) 
pipe lines; and (e) carriers by railroad. . 

(2) The extent to which each such class of carriers, and eac, 
of any clearly defined groups into which the committee is able t 
subdivide the classes, is in effect paying money compensation (through 
taxation or other payments into public treasuries or in any other map. 
eect Rad the use of or benefit derived from such facilities or improve. 
ments; 

(3) The extent to which direct or indirect public financial aig 
of any other kind or description has been extended to each such class 
of carriers, or groups thereof, or to individual carriers therein; — 

(4) Any other facts deemed pertinent by the committee in reach. 
ing conclusions upon the question next propounded herein: 

(5) Whether in the opinion of the committee, upon the basis of 
the facts so developed, competition exists between any of such classes 
of carriers or groups thereof or individual carriers therein which js 
rendered unfair by reason of public financial aid, direct or indirect 
extended in any form thereto. : 

Sec. 2. Such committee shall, not later than the termination of 
the present Congress, report its findings to the House, together with 
such recommendations for legislation as it deems advisable. 

Sec. 3. For the purpose of this resolution, the committee is au. 
thorized to sit and act during the present Congress at such times and 
places within the United States, whether or not the House is sitting, 
has recessed, or has adjourned, to hold such hearings, to employ such 
experts, and such clerical, stenographic, and other assistants, to re- 
quire the attendance of such witnesses and the production of such 
books, papers and documents, to take such testimony, to have such 
printing and binding done, and to make such expenditures as it deems 
necessary. 


COUZENS RAIL INQUIRY DROPPED 


Unanimous consent of the Senate for recommittal to the 
interstate commerce committee of his joint resolution calling 
for an investigation of the railroad situation has been obtained 
by Senator Couzens, chairman of the committee. 

“At the time the resolution was submitted and referred to 
the committee on interstate commerce no plan had been form 
lated for looking after the financing of the railroads,” said 
Senator Couzens. “Since the introduction of the resolution, 
and its consideration by the interstate commerce committee, 
however, there has been formed what is known as the railroad 
pool, which will contain something over a hundred million 
dollars. Since that time, also, the committee on banking and 
currency has reported the so-called reconstruction finance cor- 
poration bill, which is the unfinished business of the Senate. 
Both these actions seem to preclude any immediate necessity 
for further consideration of the financing of the railroads as 
the result of any investigation which may be had.” 


Chairman Couzens said that therefore the interstate com- 
merce committee had decided it would be better to have the 
resolution recommitted to the committee for consideration. 


Though the recommittal of the resolution to committee 
means that there will be no investigation as was proposed, 
Senator Couzens expects to go into the entire transportation 
situation, from time to time, in connection with hearings on 
transportation bills. One of the reasons the investigation resolu- 
tion was dropped was that it had been developed that members 
of the House committee on interstate and foreign commerce were 
opposed to a joint congressional inquiry as proposed in the 
resolution and some members of the Senate committee felt it 
would not be worth while to proceed if the House committee 
was opposed to the plan. 





DELEGATION OF I. C. C. AUTHORITY 


Chairman Rayburn, of the House committee on interstate 
and foreign commerce, has introduced H. R. 7432, a bill author- 
izing the Commission to delegate to individual commissioners 
and employes the power to perform specified duties and to 
consider and determine specified matters and subjects, subject 
to the general control and supervision of the Commission, and 
the exercise by it of appropriate powers of review. Legislation 
along this line has been urged by the Commission to the end 
that commissioners might be relieved of some of the detailed 
work that it is held must now be performed by them and thus 
give them more time for matters of major importance, expedite 
the work of the Commission, and afford more opportunity for 
oral argument before the body rendering decision in the first 
instance. 
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N. Y. SHIPPERS’ CONFERENCE 


The Traffic World New York Bureau 


At a meeting of the Shippers’ Conference of Greater New 
York, January 23, a resolution condemning the bill in Congress 
that proposes changes in Commission procedure involving the 
ereation of subdivisions for the holding of territorial hearings 
and delegation of authority was unanimously adopted. Chair- 
man W. H. Chandler pointed out that the bill was not in line 
with recommendations of the Commission itself. Parker 
McCollester, chairman of the legislative committee of the ship- 
pers’ organization, reported that it was his opinion the bill 
would not pass. 

In discussion of the “flood” of bills introduced at this ses- 
gion of Congress on transportation subjects, Chairman Chandler 
characterized the bill, introduced by Senator Johnson (S. 1963), 
giving the Shipping Board regulatory control over steamship 
rates (see Traffic World, Dec. 19, p. 1353), as “the most drastic 
pill of the kind ever introduced anywhere in the world.” Mr. 
Chandler announced that the Merchants’ Association, of which 
he is traffic manager, would hold a hearing with respect to the 
pill, to obtain the views of the shipping public, January 20. He 
also announced that the same body would hold a hearing, 
January 19, on railroad consolidation, to consider the effect con- 
solidation, under existing proposals, would have on New York. 
All local shippers and others interested were invited to attend, 
irrespective of membership in the association. 

A resolution opposing a proposal of the New Haven to 
cancel a tariff clause providing for alternative application of 
class and commodity rates was also adopted, on the grounds 
that it would result in increased rates and would violate the 
fourth section of the interstate commerce act. 

The conference also voted to join in any exception taken 
to the report of Examiner Leo Flynn, by the Merchants’ Asso- 
ciation, in the matter of rail-highway coordination. 

“Mr. Flynn has given the railroads everything they have 
asked for and then some,’ Mr. Chandler commented. It was 
the stand of the Merchants’ Associattion at the time of the 
three-day hearing held here by Mr. Flynn that no action should 
be taken on the regulation of bus and motor transportation com- 
panies until a Congressional committee had studied the matter 
thoroughly. The report, in effect, recommended that motor 
transportation for hire’ be subjected to practically the same 
regulation by the commission as is now exercised by that body 
over the railroads. 

Because of business conditions, it was decided to eliminate 
the annual dinner this year. D. T. Waring was made chair- 
man of a nominating committee to select a ticket of new officers. 


HOLDING BILL HEARING POSTPONED 


The House committee on interstate and foreign commerce 
has temporarily postponed the hearing on H. R. 5324, Chairman 
Rayburn’s railroad holding company bill, which was scheduled 
to begin January 12. The postponement resulted from repre- 
sentations that the railroads were busily engaged before the 
Commission and that Commissioner Eastman, of the Commis- 
sion, was not ready to proceed to testify January 12. 


APPEAL FROM I. C. C. ORDERS 


Appeal from affirmative orders of the Commission requir- 
ing carriers to change rates, services, or practices by any party 
to the proceeding in which such an order is issued and who is 
adversely affected thereby, is provided for in H. R. 7431, a 
bill to amend section 16a of the interstate commerce act, intro- 
duced by Chairman Rayburn, of the House committee on inter- 
state and foreign commerce. If the bill, which follows, becomes 
law, shippers will have the right to appeal from affirmative 
orders of the Commission: 


_ Be it enacted by the Senate and House of Representatives of the 
United States of America in Congress assembled, that section 16a 
of the interstate commerce act is hereby amended by inserting (1) 
at the beginning thereof and by adding thereto a new paragraph 
numbered (2), to read as follows: 

“(2) Shippers in interstate commerce are hereby declared to be 
entitled to the enjoyment of the rates, services, and practices as 
published from time to time in tariffs of carriers subject to this act, 
free from restraint except by lawful orders of the Commission. In 
any proceeding in which hearing has been held, if the Commission 
shall issue an order requiring carriers, parties thereto, to change 
any rates, services, or practices theretofore existing, the order shall 
be deemed to be a restraint upon the right of the carriers to continue 
the rates, services, or practices in question, and of the shippers to 
enjoy the same; and any party to such proceeding who is adversely 
affected thereby may bring suit under the Urgent Deficiencies Act 
of October 22, 1913, as amended, and section 208 of the Judicial Code, 
upon the ground that the restraint is imposed by an unlawful order; 
and where such suit has been filed the subsequent compliance with 
the order by carriers affected thereby shall be deemed to be under 
compulsion of the order and shall not defeat the right of the parties 
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to such proceeding to determine by suit whether such restraint has 
been lawfully imposed.”’ 


RAILROAD EARNINGS 


Class I railroads of the United States for the first eleven 
months of 1931 had a net railway operating income of $509,502,- 
961, which was at the annual rate of return of 2.02 per cent 
on their property investment, according to reports filed by the 
carriers With the Bureau of Railway Economics. In the first 
eleven months of 1930, their net railway operating income was 
$835,852,137, or 3.38 per cent, on their property investment. 
Continuing, the bureau says: 


Property investment is the value of road and equipment as shown 
by the books of the railroads, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before in- 
terest and other fixed charges are paid. 

This compilation as to earnings for the first eleven months of 
1931 is based on reports from 171 Class I railroads representing a 
total of 242,886 miles. 

Gross operating revenues for the first eleven months of 1931 
totaled $3,948,639,835 compared with $4,966,680,198 for the same period 
in 1930, a decrease of 20.5 per cent. Operating expenses for the first 
eleven months of 1931 amounted to $3,024,526,027, compared with 
$3,679,352,538 for the same period one year ago, or a decrease of 17.8 
per cent. 

Class I railroads in the first eleven months of 1931 paid $292,225,- 
338 in taxes, compared with $333,416,689 for the same period in 1930, 
or a decrease of 12.4 per cent. For the month of November alone, 
the tax bill of the Class I railroads amounted to $19,926,578, a de- 
crease of $5,776,853 under November the previous year. 

Thirty-nine Class I railroads operated at a loss in the first eleven 
months of 1931, of which thirteen were in the eastern, seven in the 
southern and nineteen in the western district. 

Class I railroads for the month of November alone had a net 
railway operating income of $37,064,372, which, for that month, was 
at the annual rate of return of 1.68 per cent on their property invest- 
ment. In November, 1930, their net railway operating income was 
$62,564,857, or 2.88 per cent on their property investment. 

Gross operating revenues for the month of November amounted 
to $306,077,680, compared with $399,820,297 in November, 1930, a de- 
crease of 23.4 per cent. Operating expenses in November totaled 
$238,777,961, compared with $300,043,393 for the same month in 1930, 
a decrease of 20.4 per cent. 


Eastern District 


Class I railroads in the eastern district for the first eleven months 
in 1931 had a net railway operating income of $262,819,804, which 
was at the annual rate of return of 2.27 per cent on their property 
investment. For the same period in 1930, their net railway operating 
income was $425,932,018 or 3.78 per cent on their property investment. 
Gross operating revenues of the Class I railroads in the eastern 
district for the first eleven months of 1931 totaled $1,975,431,545, a 
decrease of 20.1 per cent below the corresponding period the year 
before, while operating expenses totaled $1,512,266,8938, a decrease of 
17.5 per cent under the same period in 1930. 

Class I railroads in the eastern district for the month of Novem- 
ber had a net railway operating income of $17,774,208, compared with 
$28,924,296 in November, 1930. 


Southern District 


Class I railroads in the southern district for the first eleven months 
of 1931 had a net railway operating income of $40,978,880, which was 
at the annual rate of return of 1.34 per cent on their property in- 
vestment. For the same period in 1930, their net railway operating 
income was $80,100,212, which was at the annual rate of return of 
2.63 per cent. Gross operating revenues of the Class I railroads in 
the southern district for the first eleven months of 1931 amounted 
to $481,252,150, a decrease of 19.1 per cent under the same period in 
1930, ho operating expenses totaled $395,643,235, a decrease of 15.2 
per cent. 

Class I railroads in the southern district for the month of No- 
vember had a net railawy operating income of $3,306,767, compared 
with $6,577,941 in November, 1930. 


Western District 


Class I railroads in the western district for the first eleven months 
in 1931 had a net railway operating income of $205,704,277, which was 
at the annual rate of return of 1.95 per cent on their property in- 
vestment. For the same eleven months in 1930, the railroads in that 
district had a net railway operating income of $329,819,907, which 
was at the annual rate of return of 3.16 per cent on their property 
investment. Gross operating revenues of the Class I railroads in the 
western district for the first eleven months this year amounted to 
$1,491,956,140 a decrease of 21.4 per cent under the same period in 
1930, while operating expenses totaled $1,116,615,899, a decrease of 
19 per cent compared with the same period in 1930. 

For the month of November alone, the net railway operating 
income of the Class I railroads in the western district amounted to 
$15,983,397. The net railway operating income of the same roads in 
November, 1930, totaled $27,062,620. 


CLASS I RAILROADS—UNITED STATES 
Month of November 


1931 1930 
Total Gperating FOVEMNUES. ..ccccccsccccccves $ 306,077,630 $ 399,820,297 
Total operating expenses...........+seeee0. 238,777,961 300,043,393 
THER 2000 Ae kT ee ee 19,926,578 25,703,431 
Net railway operating income............. 37,064,372 62,564,857 
Operating ratio—per cent.........eeeeeeees 78.01 75.04 
Rate of return on property investment... 1.68% 2.88% 

Eleven Months Ended November 30 

1931 1930 
Total operating revenues ........ccccceees $3,948,639,835  $4,966,680,198 
Total operating EXPeENSeS..........ceeeeeees 3,024,526,027 3,679,352,538 
TE ctu catsbhsandeseansastes tence eenes eve 292,225,338 333,416,689 
Net railway operating income............. 509,502,961 835,852,137 
Operating ratio—per cent............+- hee 76.60 74.08 
Rate of return on property investment... 2.02% 3.38% 
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RAILROADS AND MOTOR VEHICLES 


Editor The Traffic World: 

May I take this opportunity to congratulate you on the 
editorial appearing in the-January 2 issue of The Traffic World, 
under the heading “A Look Ahead’? 

I was particularly interested in that part wherein you ex- 
pressed the thought that the railroads had not exhausted half 
the measures they might adopt to meet motor truck compe- 
tition, and what a hustling business man, not bound by railroad 
tradition, might do if he were selected to run a railroad. 

It seems to me it would be helpful to our railroad friends 
if they could only get the viewpoint that the present situation 
was not created by the invention of the automobile, but that 
changes in the methods of doing business, which they either 
failed to recognize or were not particularly concerned or 
alarmed about until the depression caused a shrinkage in their 
revenues, was responsible for the development of highway truck 
service, and that these changes created a demand for a speed 
and flexibility not heretofore required of business. If they could 
realize this it would be clear to them that any reasonable regu- 
lation or taxation of the motor truck would not change the 
situation with respect to short hauls up to 200 miles. 

The rail unit is as unsuited for short-haul traffic at the 
present time as the canal boat was when superseded by the 
railroads. In densely populated sections of the country having 
a large distribution, the question of rate is not always the 
determining factor. Flexibility of service is many times more 
important and at rates equal to railroad rates, the motor truck 
would have preference. No matter how much the rail unit is 
speeded up, it cannot compare with the motor truck, which, 
not being confined to a rail and not being subject to operating 
schedules, can go anywhere at any time. 

It is only natural that the railroads should hesitate to scrap 
their present facilities for up-to-date methods of handling traffic 
and endeavor to foster regulation or taxation in order to equal- 
ize competition, but, in taking this position, it is evident that 
they are working against the kind of service the public wants 
and demands. 

No one viewing the question from the point of view of fair- 
ness will deny that the motor vehicle should stand its proper 
share of taxation. The conflict of opinion as to what is a proper 
tax arises from prejudiced interests and a lack of any clear 
understanding as to what our highway coSts really are or how 
much of the total cost should be paid by the different users 
of the automotive unit, and, because of the increasing use of 
the public highways for transporting both passengers and freight 
for hire, the question grows more and more controversial. 

As long as the country was prosperous, the public generally 
was not particularly concerned with mounting taxes, but now 
the business depression, lasting far beyond the predictions of 
governmental, financial, and business leaders, with the burden 
of curtailed income, unemployment, deficits, and prospects of 
increased taxation, has had a sobering effect on the individual 
taxpayer, who is just beginning to realize his spree is over and 
that, for some time to come, he must pay for his folly. This 
attitude must, in due course be—in fact, is already being— 
reflected in our legislative bodies, who only too often saw some 
political advantage in extravagant expenditures. 

The great danger is that the pendulum will swing too far 
the other way and that the motor truck, which represents prog- 
ress in the field of distribution and serves many useful pur- 
poses better than any other type of present carrier, will be 
taxed unreasonably high, thus curtailinng its usefulness. 

An additional danger is that some railroads, realizing the 
difficulties, both economic and legal, in regulating the rates and 
services of the motor truck, will, in view of public attitude 
toward a decrease in individual taxes, take the opportunity to 
foster taxation sufficiently high to lessen the competition be- 
tween the motor truck and the rail carrier. 

Already a proposal has been made by a prominent executive 
of one of the large eastern railroads to the effect that there 
should be no reciprocity of registration for commercial vehicles, 
and that all such vehicles be required to pay the registration 
fee in each state in which they operate. 

According to information furnished by the United States 
Bureau of Public Roads, eighty-two per cent of all trucks in oper- 
ation are owned outright by commercial business houses. These 
trucks are not carriers in the eyes of the law, since they do 
not operate for hire. They are a part of the owner’s facilities 
to render service to the purchaser of goods or to himself. These 
trucks compete with the railroads only in the sense that, if 
there was no such thing as the automobile, all business would 
have to move by the rail carrier. One might as well say that 


the service of express companies and the parcel post igs com- 
petitive with the railroads because they carry shipments the 
railroads would have to handle if they were not in existence. 
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To deny reciprocity of registration to trucks ownegq and 
used exclusively in the service of business, concerns would hot 
only increase the cost of doing business but would deprive the 
public of the full benefits of improvements in the field of dis. 
— It would be a step back to the horse-drawn Vehicle 
days. 

To require all commercial vehicles to register in each stat, 
in which they operate would eliminate much of the interstat, 
highway trucking by common and contract carrier trucks fo 
distances two hundred and fifty miles and up, but it hardly 
seems fair and proper to penalize business generally just ty 
reach a small percentage of the rail carrier’s real competitio, 
Much of the long-haul interstate traffic now moving by motor 
truck might be returned to the rail carriers if they would put 
into effect less stringent packing specifications, lower minimup 
weights, speed-up service, and adopt pick-up and _store-door 
delivery. 

The solution of the problem of taxation is not to advocate 
action to make it more difficult for the privately owned motor 
truck, but, rather, to get behind the movement to effect a trang. 
portation body to develop the facts and to determine wha 
would be a reasonable tax for each class of trucks to pay for 
the use of the highways. 

Sooner or later, the public, the railroads, and the truck 
operator must face the issue and demand that some compre. 
hensive study be made by an unbiased body to determine 
whether the taxpayer who does not own an automobile and the 
one who does are paying more than their just share of the 
cost of highway construction and maintenance as against the 
bus, the private truck owner, and the various classes of carrier 
for hire, to the end that there shall be an equitable apportion. 
ing of the cost of highway construction and upkeep among ql] 
users of the automobile. 

The Fisk Tire Company, Inc. 
By A. D. Phillips, Traffic Manager, 
Chicopee Falls, Mass., Jan. 7, 1932. 


RAIL WAGE CONFERENCE 


The joint meeting of the committee of nine railroad presi- 
dents, headed by Daniel Willard, president of the B. & O., ap 
pointed at a New York meeting of the Railway Executives’ 
Association, in December, to represent all lines in the country, 
and a committee of 21 heads of the railroad labor unions, began 
at Chicago the afternoon of January 15, to consider matters 
involved in the proposed acceptance of a 10 per cent reduction 
in rates of pay by the union employes and counter proposals of 
the unions for relief of unemployment and improvement of 
working conditions. 

The meeting was originally set for January 14, but due to 
some uncertainty about the authority of the committee of rail- 
road presidents to negotiate for all lines, was held up for a day 
and a half until that was cleared up. President Willard was 
said to have informed D. B. Robertson, president of the Railway 
Labor Executives’ Association, the morning of January 14, that 
it would not be possible to begin the joint meeting until after- 
noon of that day, because of delay in arrival of one of the rail- 
road presidents. The union representatives assembled in the 
meeting room at two o’clock in the afternoon. A short time 
later, Mr. Willard appeared and informed Mr. Robertson that 
it would not be possible for the committee which he headed to 
proceed, because of uncertainty as to its authority. The meet- 
ing was then set for the following morning, and the following 
morning it was again postponed until afternoon. 

When negotiations between the two committees were finally 
opened, it was said that each side had full authority to deal 
with the issues involved. The labor committee received its 
authority at meetings of the 1,500 general chairmen of the 
unions earlier in the week. The general chairmen began their 
meetings January 10. In addition to empowering the 21 union 
heads to negotiate, each union appointed a group from its own 
ranks to sit in on the negotiations between the two committees, 
as observers and advisers to their committee. 

No indication whatever has been forthcoming from either 
the representatives of management or labor as to the probable 
outcome of the conference. Both sides have expressed them- 
selves as hopeful that the questions to be discussed can be 
settled amicably. That there may be no bar to that, because 
of a question of the authority of the labor committee, and per- 
haps for other reasons, the 1,500 general chairmen will remain 
in Chicago until the negotiations are concluded, it has beet 
announced. 

Mr. Robertson and Donald Richberg, counsel of the labor 
executives association, have held conferences with the press 
at regular intervals since their meetings began. Similar ar! 
rangements were made on behalf of the railroad presidents 
January 15. 















stre 
bet’ 
the 

for 

Nu! 
chie 
that 
hav 
to é 


plo! 
it 1 
onl 
tion 
be 


mir 
for 


spr’ 
age 
in | 
sug 
Th 
in 

em! 
we 
giv 
pre 
mij 
wa 
inc 
offe 
tra 
Th 


pre 






and 
1 not 
2 the 
dig. 
hicle 


State 
State 
3 for 
rdly 
it to 
tion, 
Lotor 

put 
num 
door 


Cate 
Otor 
‘als. 
vhat 

for 


‘uck 
pre- 
nine 
the 
the 
the 
Tier 
ion- 
all 


‘esi- 


ves" 
try 
gan 
ers 
ion 
of 

of 


to 
ail- 
lay 
vas 
fay 
hat 
er: 
2il- 
he 
me 
1at 


et: 
ng 
lly 
al 
its 
he 
sir 
on 
mn 
S, 


january 16, 1932 





-An employe “spokesman,” at a press conference, laid great 
stress on the fact that there had been no advance agreement 
between labor and rail management concerning acceptance of 
the cut in wages, or On any of the details of the labor program 
for stabilization of employment or relief of unemployment. 
Numerous reports have circulated, since negotiations began, 
chiefly emanating from New York or Washington, to the effect 
that understandings of a sort have been reached. Such reports 
have received considerable newspaper space. Emphatic denial 
to all such Was made. 

Neither the committee of railroad presidents nor the em- 
ploye representatives know what the other group will accept, 
it was stated. Further, it was said, with equal emphasis, the 
only way the conference could be brought to a speedy termina- 
tion would be through its failure. The detail of the matters to 
be covered before any common ground could be arrived at is 
too great to dispose of in less than a week or ten days, at a 
minimum. Even then, it was suggested, all that could be hoped 
for Within such a short time was agreement as to principles. 

Labor takes the stand, uncompromisingly, that present wide- 
spread unemployment is the paramount issue before both man- 
agement and the employes. If that situation can be ameliorated, 
in a measure, through a reduction in basic rates of pay, it is 
suggested, some concession as to rates of pay might be made. 
The situation as to groups of employes is radically dissimilar 
in that connection, it was pointed out. Maintenance of way 
employes, for illustration, are working two or three days a 
week, it was said. If, by a cut in the basic wage, they could be 
given another day, they would be making more money than at 
present. The railroads are under-maintained now, so that it 
might be to their advantage to provide the extra day at a lower 
wage. On the other hand, train service employes can not be 
increased in that way. The railroads are handling all the traffic 
offered now, and there would be no point in running additional 
trains to increase employment among that class of employes. 
The six hour day or some other of the proposals in the employe 
program offer the only possibility of relief there. 
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HIGHWAY TRANSPORT MEETING 


(By a staff correspondent at Detroit, Mich.) 
Road builders and road users mobilized forces at DVetroit, 
January 11, at the beginning of the twenty-ninth annual meet- 
ing and road show of the American Road Builders’ Association 
and concurrent meetings of a number of groups representing 
highway transport. Common cause was made of the declared 
importance of preventing any diversion of funds now going into 
highway construction and an appeal for still greater expendi- 
tures in that connection. Suggestions before the national leg- 
islature to place excise taxes on automobiles and accessories 
were denounced as opposed to the competitive equality of op- 
portunity between motor transportation and other forms of 
transportation, and the “legislative threat,” against commercial 
highway operators was covered in all its aspects. 

Plans were made for the formation of a national truck 
erators’ association, embracing in a single unified group exisfj 
state associations and allied groups and bringing together’ all 
types of users, including common-carrier, over-the-highway 
transport companies, the contract carrier, the private fleet 
owner, local cartage men, and whatever other groups there may 
be that have a business interest in moving people and things 
over concrete surfaced highways. 

At the road builders’ convention itself, attendance was esti- 
mated as in excess of 20,000, with delegations from some thirty- 
five countries. Speakers included Thomas H. McDonald, chief 
of the United States Bureau of Public Roads; Governor Brucker, 
of Michigan; Frederick E. Everett, president of the association, 
and many others in public life more or less connected with high- 
way development. 

The importance of preventing any diversion of gasoline and 
vehicle taxes from highway construction work was sounded by 
Mr. Everett in an opening address, constituting a kind of “key- 
note” speech. 

The major meetings of the second day of the road builders’ 
session, morning and afternoon, were given over to discussion 
of various phases of highway transportation and the problems 
it faces. In addition, representatives of state truck associa- 
tions, members of the Truck Association Executives of America, 
held meetings January 11 and 13, and on the latter date there 
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Early in the week, Mr. Robertson indicated that the em- 
ployes do not anticipate the possibility of any definite agreement 
on their proposal for a six-hour day or five-day week, but that 
it is hoped a joint committee or board to study ways and means 
of bringing them into existence, or of studying the facts involved, 
can be agreed upon. 

A total of 192 labor representatives are in the room with 
the nine railroad presidents where the negotiations are under 
way. 

The New Haven Railroad announced January 8 that its 
employes in the mechanical department had accepted a 10 per 
cent cut in Wages and that officials of the road were negotiating 
with representatives of the clerical staff for a similar cut in 
pay of the clerical forces. 

Shopmen of the D. & R. G. W., it is stated, have accepted 
a ten per cent cut in wages. 

The N. Y. N. H. & H., a ten per cent wage reduction having 
been accepted by its shopmen, and having cut the salaries of 
its ranking officers and executives, has now reduced by ten per 
cent the salaries of all supervisory officials not included in the 
former cut. 

The Railway Express Agency, in addition to cutting by ten 
per cent all salaries of $250 a month and over, has served 
notice of a fifteen per cent wage reduction on about 50,000 union 
workers, effective as of January 1. 

Officials, clerks and shopmen of the Bangor & Aroostook 
agreed, January 14, to a 10 per cent cut in pay for a year. Re- 
duction in the pay of the shopmen will take effect January 18, 
under the agreements, and those of the officials and clerks 
February 1. Approximately 500 employes were said to be 
affected and it was pointed out that they were not represented 
at the negotiations between representatives of the employes 
and management in progress at Chicago this week, as their 
rates of pay were already under those in effect on the railroads 
generally. 
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were meetings of the National Truck Operators’ Associatio 
an organization approximately a year old which began with a 
group of automobile haulers but has been expanded to include 
general highway common-carriers, and of truck terminal op- 
erators. The latter was called by officials of the Truck Asso- 
ciation Executives of America. 

Expressions as to the need for cooperative action on the 
part of all truck users to forestall legislative action adverse to 
them and provide a common front opposing forces—generally 
the railroads—inimical to ‘traditional and democratic use” of 
the highways, were frequent. 


Threat of Tax Burdens 








“If there is diminished use of motor vehicles, very naturall 
here will be a reduction in highway development,” declared 
K. A. Moore, Detroit representative of the National Automobile 
Chamber of Commerce. That, in a way, served as explanation 
of the joint gathering of the highway users and the highway 
builders. Mr. Moore spoke at the motor freight sessions of 
the road builders’ meeting. He appeared in place of Edward 
F. Loomis, secretary of the motor truck committee of his or- 
ganization, who was on the program but was unbale to attend. 
Throughout the motor transport meetings, distinction between 
commercial users of the highways and users of another kind 
was seldom made. 

“Highway Expansion and Vehicle Use Threatened by Tax 
Burdens,” was the subject of Mr. Moore’s talk. He pointed out 
that surfaced road mileage in the country increased from 350,- 
000 to 700,000 in the last decade and that motor vehicles regis- 
trations increased nearly three fold—from 9,000,000 to 26,000,000. 

“The extent of road expansion and improvement,” he said, 
“depends on the growth of motor vehicle travel. Railroad pub- 
licity departments have given country-wide circulation to un- 
founded claims against highway transportation. This attempt 
to create an artificial public demand for regulation and in- 
creased taxes has reached a host of sympathetic ears through 
the public press, magazines, radio speeches, railroad time ta- 
bles and what-not.” 

The public has not had a true picture of the competitive 
situation between the highways and the rail lines, he held. 
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In serving the great region between Cincinnati, Columbus, the 
Midwest and the Atlantic Seaboard (the Port of Norfolk), Norfolk and 
Western fast freight trains are consistently “on time’—day in and day 
out—throughout the year. 


There were 1,300 sections of main line through freight trains operated 
during the six months ending December 31st, 1931. Of these, 1,160—or 
89.2%—were ahead of or on time; 106—or 8.2%—were less than three 
hours late; and but 34 sections—or 2.6%—were more than three hours 
late. This means that 97.4% of the sections operated arrived at destina- 
tions ahead of time, on time, or less than three hours late. 
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What was needed, he said, was an unbiased study of facts. In 
part, he continued as follows: 


Over 700,000 miles of surfaced highways were built primarily for 
passenger car traffic and would exist if buses and trucks never 
crossed them. Commercial vehicles in rendering a service which 
affords such advantages as economy and expedition and relieves the 
public of entire dependence on one form of transport, also are con- 
tributing a substantial amount towards the total bill for highway 
construction and maintenance. 

Every truck or bus that has made use of the highways has paid 
for that privilege since the infancy of highway transportation. These 
vehicles during 1930 paid in taxes the enormous sum of $270,000,000, 
or 27 per cent of the total motor vehicle tax bill. This is particularly 
significant inasmuch as trucks and buses represent but 13 per cent 
of the vehicles on the highways. 

The substantial tax payment by commercial vehicles has reduced 
the amount the individual passenger car owner, and the public in 
general, must pay for highway construction and maintenance. It 
has encouraged the expansion of the country’s highway expansion 
program. Undoubtedly, improved roads of the country would be fewer 
by several thousand miles if trucks and buses were not annually 
contributing large sums to state coffers. 

The savings brought to the public through commercial vehicle 
operation is another item which has been overlooked by those who 
a this form of transportation to a barrage of legislative 
penalties. 

The public which has contributed substantially for road con- 
struction and maintenance is receiving dividends on its investment 
in the form of a convenient and economical service rendered by trucks 
and buses over the public roads. To cite an example, a Texas news- 
paper recently reported that truck competition has reduced the cot- 
ton rate more than two dollars per bale. The estimate is that cot- 
ton trucks saved farmers of Wharton county, Tex., more than $300,- 
000 in freight rates besides giving an expedited service which enabled 
them to buy on closer margin. This saving to the farmer is re- 
flected in the price of the woven product which is converted from 
the raw cotton material. 

The owners of the trucks are citizens of the county. When the 
gas tax, license fee and ad valorem tax of their trucks were con- 
sidered, it was found that the vehicles paid back all the money the 
county put into the road over which the cotton trucks traveled. 


Railroads, he added, were always ready to blame their oper- 
ating difficulties on the regulation which they brought on them- 
selves. In the face of that, they were now asking that an “ex- 


pensive bureaucracy be set up to control the operations of a 


few for-hire trucks.” 

The “iron horse” needed a stimulant, but not in the form 
legislation that will freeze the elasticity of the “rubber poni 
e asserted. 


” 


Subsidy the Other Way 


ot only are highway users not subsidized, said Hargfd S. 
rtz, Philadelphia attorney identified with truck int€rests, 
but agriculture, industry and the rail carriers are subsidized by 
them. Automobile users have almost entirely relieved these 
other classes of the burden of constructing and maintaining 
highways through general taxation, he said. The highway in- 
dustry wants to see the railroads prosper, he insisted, but it 
can see “no necessity or good in the dictation by its opponents 
of regulation to bring upon the highway user the ills which rail 
carriers blame upon their own regulation, and from which they 
should properly seek freedom to restore the initiative and self- 
action, which has developed the highway into such an efficient 
public servant. The highway industry will resist, as not in the 
public interest, any attempt to burden it with excessive taxes or 
otherwise artificially raise its cost of operation to a parity with 
rail costs.” He continued: 


Contrary to the loose utterances of those who depend more on/ 


publicity than on performance, the highway is not subsidized. 

Highway users have created a vast subsidy to agriculture, in 
dustry, and, above all, to the rail carriers of the nation. 

They have supplied the railroads with improved highways, fully 
equipped with motor vehicles, connecting passenger and freight sta- 
tions with vast territory not before accessible in the ‘horse-drawn 

This all, under the present financing of highway construction and 
maintenance, without cost to the railroads, and actually relieving 
them, as other tax payers, of such expenditures as was the practice 
under the now antiquated system of such financing from general 
taxes. 

But far beyond this has the highway subsidized the rails. 

The highway has created new uses for commodities. It has 
created increased production and new industries, not only in its 
building and maintenance, but by its use. Consider the expansion 
in the petroleum industry, the rubber industry and numerous other 
affiliated industries, due to the highway and its use. It has created 
our largest industry—the automotive industry, with its many acces- 
sorial industries. Road building materials, machinery and supplies, 
to the extent of millions of dollars a year, are but another of the 
tonnage contributions of the highway. -But the highway has not been 
selfish. It has freely given this created untold tonnage to the rail 
carriers. And likewise, it has been the distributive agency in taking 
it from the rail side ‘‘to the job.” 

Yet the greatest traducers of the highway are the railroads, which, 
without the highway, could not exist. Without highways they could 
not get passengers to and from their stations, nor goods to and 
from their platforms and cars. 


Addresses on Motor Transportation 


Other addresses on phases of motor transportation were made 
at the road builders’ meeting by Tom Snyder, secretary-treasurer 
of the Truck Association Executives of America; Samuel O. 
Dunn, editor of the Railway Age; G. M. Sprowles, manager of 
the highway transportation department, Goodyear Tire and 
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Rubber Company; W. O. Dilks, specialist on casualty and trap, 
portation insurance, Philadelphia; Pierre Schon, sales engineer 
General Motors Truck Company, and Day Baker, Motor Trg 
Club of Massachusetts. J. X. Galvin, president of Pennoye, 
Merchants’ Transfer Company, Chicago, presided. 

Under the head of “Social and Industrial Economics 
Motor Distribution,” Mr. Snyder outlined the contribution 9 
the truck to modern industry and commerce, in particulg 
stressing what he declared to be the growing importance of th. 
motor terminal, where terminal service is performed for , 
large number of highway carriers. He said he would venture 
the opinion that the number of such terminals had increageq 
500 per cent in the last year. Duplication of facilities, at - 
cessive cost to shippers and the public generally, was an yp. 
pleasant feature of that rapid increase, he said, but he expecteq 
that future transportation on the highways would largely 
radiate from these terminals, with large benefits to users of 
freight transportation. 

“There is no longer any question in the minds of econo. 
mists,” he asserted, “that the motor truck performs a service to 
society wholly and entirely beyond the resources of the railways, 
and upon this fact, the motor truck must and will be accepteg 
as a most important feeder and distributive agency for rail and 
water transportation.” The ideal in transportation of the future 
should be the longest possible haul by rail and the shortest 
possible haul by truck that would give the shipper speed and 
economy in service commensurate with his demands, he said. 
“The coming ten years will develop a revolution in practices 
almost beyond our present conception,” he asserted. 

Flexibility and economy of motor truck operation, coupled 
with the stability of rail transportation, make for a “free and 
ready functioning of the laws of supply and demand,” he held. 
“Yet,” he said, “it falls upon the shoulders of the road builders 
and the road users to prove to the legislatures of the various 
states that the present avalanche of interference with this 
normal development is literally placing barriers in the path of 
man progress.” 

Unless the railroads would coordinate their services with 
the highway carriers, he insisted, and demonstrate their own 
greater efficiency in long-haul service, it would be necessary for 
the motor truck to invade the field of long-haul transportation 
to a greater degree than had been the case. 

“The present effort to destroy and to make obsolete the 
highway and motor transport investment in the United States,” 
he said, “is more tragic and more inconsistent than the efforts 
upon the part of waterway and stage coach interests in their 
— to prevent the construction of railways across the con- 

nent. 

“The awakened interest which is clearly analyzing the 

social and industrial value of highway transportation, now 
asserting itself in the American Farm Bureaus, in the National 
Industrial Traffic League, in industrial associations, among ship- 
ping organizations, in our social and civic groups, among our 
city and state chambers of commerce, should forewarn the 
railways that unless a ce-session in their obstructive hostilities 
is brought about soon, a reaction will take place which wi 
result in a many fold greater hardship to them than the com- 
ion of motor trucks and motor busses.” 
Mr. Dunn asserted that the “over-supply of transportation 
facilities was endangering not only one form of transportation, 
but all forms.” His subject was “Coordination of Highway and 
Rail Transportation.” In spite of governmental policies that 
discouraged, rather than encouraged, coordination, some prog- 
ress in that direction had been made, he said. He pointed out 
that more than eighty railroads, including some of the largest 
and most important, were now operating motor coaches, and 
that almost an equal number were using trucks. 

He discussed highway tax and cost figures, saying that there 
was need of impartial investigation of the extent to which high- 
way users actually paid for use, and declaring, at the same time, 
that, under equal competitive conditions, it would be seen that 
rail carriers would again become “almost the sole long-haul i 














Truck Association Executives 


esolutions opposing federal regulation of interstate “high- 
way operations, an excise tax on motor vehicles, and a federal 
gas tax were adopted at the meeting of the Truck Association 
executives. 

The resolution opposing federal regulation of truck opera- 
tions said, among other things: “There has been no public de- 
mand for regulation as was the case prior to legislation for regu- 
lation of the railroads,” and “the Interstate Commerce Commis- 
sion has been entrusted with the duty of taking such measures 
as will allow the railroads of the country a return of 5% per cent 
on their investment, and, therefore, the Commission is not the 
proper body to regulate competing forms of transportation.” 

A federal gas tax, it was asserted, “would be a radical back- 
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ward step in American life,” decreasing the use made of the 
$25,000,000,000 national highway transportation system. Con- 
stituent state associations of truck operators were requested to 
pring the “facts” to the attention of their legislators. ; 

Henry Kelting, of Louisville, chairman, presided, with ap- 
roximately forty representatives of state truck associations, 
the National Automobile Chamber of Commerce, and other or- 
ganizations present. a j 

The absence of clearly crystalized principles in the high- 
way transportation field was thrown into high relief by the 
discussion at the meetings, particularly in connection with that 
having to do with the creation of a national, all-inclusive truck 
users’ association, plans for which were made. Harmonization 
of conflicting interests of local cartage companies, the private 
fleet owner, and other groups with those of the terminal op- 
erator and the over-the-highway trucker were held to be essen- 
tial, but the way was not clearly shown. 

Prior to the adoption of the resolution opposing federal 
regulation, there appeared to be a good deal of sentiment among 
those present in favor of a minimum of federal regulation or at 
least disposed to acquiesce in the “inevitable.” A legislative 
committee, appointed early in the meeting, at first reported a 
tentative resolution favoring regulation by the Bureau of Roads 
of the Department of Agriculture. It was said that the bureau 
was the only federal organization that had made any study of 
highway problems and that the Commission’s mandate to foster 
rail transportation was inimical to justice to highway operators. 
Largely as a result of discussion initiated by Mr. Shertz, it was 
later decided that, rather than make the request for highway 
regulation “unanimous,” the alternative action should be taken. 

The meeting was opened by Mr. Snyder, with an “outline 
of progress.” He referred to the growing sentiment in favor 
“of coordination of rail and highway services,” expressing the 
view that the term covered an ideal to be sought after, but ex- 
pressing fear that, unless highway operators properly organized, 
it would be a rail program that would find expression. The 
coordination should be brought about by the truck operators, 
he insisted, with the truck terminal as an important agent. 
With their intimate, fine-spun “set-up” in local communities, he 
said, truck operators were in better position to bring about an 
adequate coordination than were the railroads. 

A committee of twenty-two, from 17 states spread from 
coast to coast, was appointed to meet with representatives of 
the truck division of the National Automobile Chamber of Com- 
merce, with the purpose of creating a national organization of 
all truck users. The hope was expressed that it would be pos- 
sible to devise not only a workable association of all existing 
truck organizations and users, but that such interests as truck 
manufacturers, petroleum producers, and other “purveyors” to 
the highway industry could be brought in. 

The movement for a national organization received con- 
siderable impetus from a paper read by W. A. Sutherland, sec- 
retary of the Pennsylvania Motor Truck Association, in which 
he reviewed efforts of the president of his organization, J. R. 
Bingaman, to clarify the common interests of truck users. 


Truck Terminal Operators 


At the meeting of truck terminal operators, the morning of 
January 13, Mr. Kelting and Mr. Snyder described operations of 
terminals under their management and emphasized the im- 
portance of a “code of ethics” for terminal operators and 
standarg practices as to charges and other phases of operation. 
An organization of terminal operators to work out such prob- 
lems was proposed, with the result that it was decided a further 
Meeting would be called within sixty days. 

The National Association of Motor Truck Operators, with 
E. G. Rice, president of the Contract Cartage Company, Flint, 
Mich., presiding, decided to begin court action for an injunction 
against enforcement of state regulatory laws in Wisconsin and 
Iowa, and outlined procedure with respect to pending cases in 
Illinois and Indiana courts. A temporary injunction against the 
regulatory provisions enacted at the last session of the Illinois 
legislature has been obtained by the association. It comes to 
hearing early in February. The association is cooperating in a 
case restraining enforcement of certain provisions of Indiana 
regulatory law. 

It was decided, for the present, to confine activities of the 
organization to the central states, with the idea that success in 
efforts to combat unfavorable legislation there would serve as 
the foundation for possible later expansion. 


TRUCK COMPETITIVE RATES 
A six months’ experiment is to be made by the Erie, Chesa- 
peake & Ohio, Nickel Plate, Pere Marquette and Wabash with 
“all-commodity” rates intended to enable them to meet the 
competition of trucks, which, as to interstate commerce, are 
unregulated. They have been authorized to make carload rates, 
minimum 30,000 pounds, on articles rated third class and higher 
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on the third class basis, without observing many of the classi- 
fication requirements. The plan also enables the railroads 
concerned to meet the container car rates of other railroads, 
which, by reason of a decision of the Commission, in the con- 
tainer car case, were put on that basis in lieu of the basis the 
carriers had established when they began their experiment. 

Tariffs of the railroads other than the Wabash went into 
effect on January 9. They are dated to expire July 9. They 
were established on short notice by permission of the Commis- 
sion. The Wabash asked for permission a little later than the 
other roads. It asked to be allowed to establish rates on the 
same basis between St. Louis, East St. Louis, Chicago, South 
Bend, Toledo and Detroit. By disregarding the classification re- 
quirements as to the separate rating of each article in a car, 
the railroads will be able, in a measure, to meet the competition 
of the trucks. The trucks disregard the different classification 
ratings and make a unit rate on whatever the shipper desires 
to place in a mixture. The elaborate requirements of the 
classification make the paper work alone on a mixed carload 
of goods a considerable burden, each article requiring an item 
in a bill of lading, freight house clerks calling such long bills 
of lading snakes. 


MOTOR TRANSPORT REGULATION 
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A resolution calling on Congress to endow the Commission 
with regulatory power over all forms of interstate transportation 
was adopted at a luncheon meeting of the New York Board of 
Trade January 13, after vigorous opposition had been expressed 
by members representing motor highway transportation in- 
terests. 

The committee that offered the resolution was charged with 
submitting what was “really a report of the railroad section,” 
since it included three railroad men in its nine members. W. 
F. Richardson, chairman of the committee and freight traffic 
manager of the Baltimore & Ohio, denied the charge and also 
that the country’s railroads desired legislation that would ham- 
per bus and truck transportation. 

“We realize that the bus and truck have come to stay,” he 
said. ‘We only want all forms of transportation put under the 
same regulation.” 

The resolution was passed by a vote of 23 to 7 after a 
motion to lay it over for thirty days had been defeated by a 
vote of 11 to 21. Less than half the members attending voted 
on either question. 

In addition to Mr. Richardson, the committee on railroad 
transportation, which proposed the resolution as a means of 
aiding the railroads of the country, consisted of J. W. Roberts, 
vice-president of the Pennsylvania Railroad; John E. Duffy, vice- 
president of the Lehigh Valley Railroad; F. X. Boyland, of the 
American News Company; C. L. Hilleary, traffic manager of 
the F. W. Woolworth Company; H. W. McArthur, traffic man- 
ager of the United States Industrial Alcohol Company; D. L. 
Tilly, president of the N. Y. Dock Company; Reginald G. Narelle, 
president of the Atlantic Seaboard and Great Lakes Navigation 
Company, and B. F. Fitch, of the Motor Terminals Company. 

George H. Pride, president of the Pride Transportation 
Company, pointed out that three of the nine members of the 
committee were railroad officials. He said all but three of the 
committee were dependent on contracts with the railroads and 
charged that the report was “really a report of the railroad 
section” of the board. He said the railroads would be free from 
regulation now had it not been for their “incredible abuses.” 
Motor transportation systems, he said, had never been rec- 
ognized by the banking fraternity, nor had they received land 
grants such as had been accorded the railroads. 

D. C. Fenner, representing H. A. Brosseau, president of 
Mack Trucks, Inc., pointed out that the recommendations to 
the Commission had been made by only one examiner and had 
not been approved by the whole Commission. While recogniz- 
ing the plight of the railroads, he did not feel other forms of 
transportation should be saddled by \regulation. 

After citing the drop in railroad revenues, the resolution 
urged Congress “to take prompt action with the view of enact- 
ing such legislation as will provide relief for the railroads, 
particularly with reference to those proposals which have the 
indorsement of the Interstate Commerce Commission, to wit: 


(a) Regulation of all forms of interstate transportation in a man- 
ner similar to the railroads. 

(b) Repeal of the recapture provisions of Section 15 (a) of the 
transportation act. (The latter recommendation would permit the 
railroads to accumulate additional surpluses.) 

W. J. L. Banham, president of the board, presided. Harold 
G. Hoffman, commissioner of motor vehicles of New Jersey, 
urged cooperation among the states in safety measures and 
uniformity of traffic regulations. He defended the “much 
maligned” woman driver, saying that of 36,311 motor accidents 
last year in his state, men were involved in more than 33,000. 
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MOTOR VEHICLE REGULATION 


Senator Couzens, of Michigan, chairman of the Senate inter- 
state commerce committee, and Representative Huddleston, of 
Alabama, have introduced bills providing for regulation of trans- 
portation of persons and property in interstate and foreign com- 
merce by motor carriers operating on the public highways. 

The Couzens bill (S. 2793) is a revision of the motor bus 
regulation bill as it was pending before the Senate at the last 
session of Congress. The truck has been brought within its 
provisions, as well as holding companies. 

The Huddleston bill (H. R. 7239) provides that it shall be 
the duty of the Commission to supervise and regulate common 
carriers by motor vehicle as provided in the act, and to that 
end it may establish reasonable requirements with respect to 
continuous and adequate service at just and reasonable rates, 
a uniform system of accounts and reports, qualifications and 
maximum hours of. service of employes, safety of operation and 
equipment, comfort of passengers, and pick-up and delivery 
points whether on regular routes or within defined localities or 
districts. Motor vehicles employed solely in transporting school 
children and teachers, and motor vehicles owned or operated 
on behalf of hotels, and used exclusively for the transportation 
of hotel patrons between hotels and local railroad or other com- 
mon carrier stations are exempted from the provisions of the 
bill. Consolidations, mergers or acquisitions of control would 
be made subject to the control of the Commission. Approval 
of a consolidation, merger or acquisition of control, if one or 
more of the corporations involved is engaged directly, or 
indirectly, in transportation by railroad, is forbidden. Other 
provisions in the bill relate to security for the protection of the 
public; and regulation of rates, fares and charges. 

The Couzens bill provides for issuance of certificates of con- 


venience and necessity for operation of bus lines and for issu- . 


ance of permits for common carriers of property and charter 
carriers. Operators must obtain certificates or permits to op- 
erate on the highways. As to busses, it is provided that a cer- 
tificate of public convenience and necessity shall be issued to 
any qualified applicant therefor if it is found that the applicant 
is fit, willing and able properly to perform the service proposed 
and to conform to the provisions of this act and the require- 
ments, rules and regulations of the Commission thereunder, and 
that the public convenience and necessity will be served by the 
operations authorized. 

As to trucks, it is provided simply that permits for opera- 
tion shall be issued if it appears that the applicant is fit and 
able properly to perform the service proposed. 

Regulation of consolidations and mergers is proposed in 
the bill. While the bill forbids mergers of railroad companies 
and common carriers by motor vehicle, it provides that nothing 
in it shall be construed to prevent railroad corporations from 
organizing or operating motor carriers where no consolidation 
or merger of motor carriers is involved in such organization or 
operation. 

Provision is made for regulation of bus rates, fares and 
charges, but not for truck rates and charges. 

The bill amends provisions of section 5 of the interstate 
commerce act to give the Commission complete control over 
acquisitions of control of carriers. 

By including the provisions relating to holding companies 
in his motor vehicle regulation bill, Senator Couzens, according 
to John E. Benton, general solicitor of the National Association 
of Railroad and Utilities Commissioners, has presented “a most 
contentious matter, upon which extended hearings may be ex- 
pected.” 

“The section,” continues he, “is made to apply to consoli- 
dation of common carriers by motor vehicle; and so may be 
germane to the bill; but that it will delay and jeopardize motor 
vehicle legislation if kept in the bill seems apparent.” 


The section in question would revise paragraph 2 of section 
5 of the act so as to grant jurisdiction to the Commission to 
require a holding company to divest itself of any part of the 
stock or other share capital of any carrier subject to the inter- 
state commerce act, unless acquired before February 28, 1920, 
or acquired with the approval of the Commission, if the owner- 
ship of such stock by such company is found to be inconsistent 
with the Commission’s plan for the consolidation of railroads. 
Senator Couzens has combined two major propositions in the 
bill—regulation of motor vehicles and regulation of control of 
railroads and other carriers subject to the interstate commerce 
act. 


CITRUS FRUIT TRUCK COMPETITION 


The Commission has authorized the southern railroads, for 
whom F. L. Speiden is tariff publishing agent, to make rates to 
meet a new kind of truck competition. The competition these 
rates are to meet is that of itinerant truckmen who pick up 
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citrus fruit in Florida from growers who must sell, take i 
to markets in the southeast and even north of there and thro, 
it upon the market, indiscriminately, according to the Speidg 
application for sixth section permission to be allowed to Take 
competitive rates on one day’s notice. 

Speiden was authorized to make rates to southeasterp ter. 
ritory, North Carolina and Tennessee on fifteen days’ notice and 
to the north on statutory notice. The basis of rates is to , 
seventy-five per cent of the existing rates. On that basis , 
rate of 68 cents from Orlando, Fla., to Atlanta, Ga., will be cy 
to 51 cents. 

In support of the application Speiden said that the carrier 
had a record of trucks having handled out of Florida this g0,. 
son, up to December 9, 513,053 boxes of citrus fruits, equivaley 
to 1,425 minimum cars of 360 boxes each. 

Regular citrus fruit market men complain that the itineray, 
truckers sell for any price they can get and create a conditig, 
of demoralization in the markets, which, to say the least, ham. 
pers the distribution of fruit through the regular channels, anj 
depresses the prices received by growers. 


MEETING TRUCK COMPETITION 


At a conference of western railroads, January 13, it was 
decided to place in effect rates on mixed shipments of leg. 
carload commodities on varying minimums, disregarding clas. 
sification, throughout the territory west of Chicago and Mj, 
waukee to the Missouri River and a line, roughly, from Sioux 
Falls, S. D., to the head of Lake Superior. Announcements that 
such rates would be placed in effect in a more restricted ter. 
ritory had previously been made by the Chicago & North 
Western and the Milwaukee. The new rates are for the pu. 
pose of meeting truck competition and apply between a single 
shipper and consignee on mixtures of practically all classes of 
less-carload freight, with the exception of perishables, ‘it js 
stated. Loading and unloading must be performed by the ship 
per and receiver. 

Three minimums, with graduated rates, will be provided 
for. They are 12,000 pounds, 25,000 pounds, and 40,000 pounds, 

“Obviously, the ability of trucking organizations to secure 
business, aside from questions of service, is due to relationships 
between charges of the two types of carriers,” said an official 
of the Milwaukee, in commenting on the proposed departure 
from the classification. “The plan now adopted, affording a 
common rate, will greatly reduce the price margin enjoyed by 
trucks on this class of traffic and is expected to be effective 
in securing tonnage for the railroads.” 


TEXAS RAIL AND TRUCK RATES 


The Railroad Commission of Texas has taken under advise- 
ment the proposal to increase rail freight rates, intrastate, 
less-than-carload, following a hearing. The proposed reduction 
would be in conformity with the action of the Interstate Com- 
merce Commission as to rates on interstate traffic. The ob- 
stacle met with by the state commission was the unexpected 
protest by representatives of motor truck common carriers and 
contract carriers against the proposed increase to the railroads. 
It was contended by them that any increase at thig time was 
unnecessary and would be detrimental to business. The prob 
lem for the commission to decide is whether it can legally 
grant increase for the railroads without applying the same 
schedule to motor trucks. 

At the hearing considerable argument was had on the ques- 
tion of equalizing the rates for common carrier truck lines and 
the railroads. The railroad representatives argued that any 
increase in rates should be made to apply also to common 
carrier trucks, claiming it to be the duty of the commission to 
maintain uniform rates to prevent discrimination between trans- 
portation lines performing the same services. 

Several of the common carrier truck line representatives 
asked the commission to confine the increase, if granted, to 
rail transportation. The law makes it mandatory that the col- 
tract carrier rates be not lower than the highest common Cal- 
rier rate, either truck or rail, attorneys argued. 

Representatives of railroads asked the commission to grant 
the application for increase in the rates, even though the com- 
mission should see fit to restrict the increase to the railroads. 

The Waco Chamber of Commerce opposed any increase, 
either rail or truck, on the ground that it was not warranted 
by conditions and would react to the detriment of all business. 


. BLOW TO TRUCKS IN WASHINGTON 


When the Chelan County superior court in Wenatcheé, 
Wash., last week granted the railroads and certified motor 
truck lines a temporary injunction against all trucks without 
certificates from the state Department of Public Works, # 
thousand or more freight trucks were swept off the highways 
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of the state. About 200 trucks operating out of Spokane are 
affected by the order, it is estimated there. A later hearing will 
be held to determine whether the injunction will be made 
permanent, local managers of the companies affected saying 
they will fight the case to the state supreme court. 

The Great Northern, Northern Pacific, and Milwaukee rail- 
roads united with Cater’s Fast Motor Freight companies of 
Spokane and the Consolidated Freight Lines of Spokane, Seattle, 
and Portland to obtain the injunction. 

The order was granted against the Spokane-Seattle Auto 
Freight Company, with headquarters at Spokane, and the 
Wenatchee Valley Transportation Company. 

The order also was directed at the Washington Forwarding 
Company of Seattle, which hauls into Spokane, the Red Ball 
Truck Line and Reeder Truck Company, both coast concerns. 
Many individual truck men operating between Spokane, 
Wenatchee, Seattle, and other points in the state also are 
affected. 

While there are 1,300 trucks affected, only 52 operate under 
franchises, according to attorneys at Spokane, who add that the 
injunction is broad in character with any truck operator who 
violates it being in contempt of court, the contempt to apply 
not only to the owner but to all his employes. The same author- 
ities say that no new certificates can be granted over routes 
already served by certified carriers unless it can be shown that 
the existing service is not adequate. 


EXCISE TAX ON BUSSES AND TRUCKS 


Representative Boland, of Pennsylvania, has introduced 
H. R. 7246, a bill imposing excise taxes on motor busses and 
motor trucks operating over public highways as common car- 
riers engaged in interstate commerce, for the use of the high- 
ways at the following rates: Truck with a capacity of one and 
one-half tons and less, 2 cents a mile; truck with capacity ex- 
ceeding one and one-half tons, 3 cents a mile; bus with seating 
capacity of 10 passengers or less, 2 cents a mile; and bus with 
seating capacity exceeding 10 passengers, 3 cents a mile. 


CONTAINER CAR LITIGATION 


Patent infringement litigation has been initiated in the 
federal court in the southern district of New York in the Less 
Carload Lots Co. and the L. C. L. Corporation vs. The Pennsyl- 
vania Railroad Co. The bill of complaint alleges that the Penn- 
sylvania has been and is infringing on the patents issued to the 
late Alfred H. Smith, president of the New York Central, cover- 
ing improvements in compartment freight cars. They are what 
is more generally known as container cars. 

Suit is brought for injunction and accounting for profits by 
the Less Carload Lots Co., as the owner, and the L. C. L. 
Corporation as the exclusive licensee under those patents. 

The Pennsylvania has filed its answer denying the allega- 
—_ of the bill of complaint and the controversy is ready for 
rial. 

Intimations that the Pennsylvania was infringing, in its 
container car, on the Smith patents crept into the Commission’s 
container car inquiry. That phase of the matter, however, did 
not interest the Commission, hence no testimony about the con- 
troversy was put into the record. 


NEW ALL-METAL CONTAINER 


A new type of all-metal container, especially designed for 
the transportation of cement, sand, and similar commodities in 
bulk, and a covered steel hopper car also adapted for the han- 
dling of cement, were demonstrated by the Pennsylvania Rail- 
road Tuesday afternoon in the freight yards at 31st and Chestnut 
Streets, New York. 

R. J. Littlefield, supervisor of motor service, and D. J. Moyni- 
han, district freight agent, had charge of the exhibit and a 
large group of shippers interested in transporting building 
materials witnessed the demonstration. 

Development of the bulk cement container is the Pennsyl- 
vania’s latest step in the extension of container service, which 
18 now available for general merchandise between the larger 
stations on the system, with more than 4,000 merchandise con- 
tainers in use. This method provides shippers with movement 
of less-than-carload shipments on a schedule comparable to that 
of carload lots. 

The new bulk cement container, known as DB-4 type, is 
Waterproof, and is designed to handle, in addition to cement and 
sand, silica, lime, chrome and other similar bulk commodities. 
It is 6 feet 3x4 inches high, 4 feet 3 inches wide and 7 feet long, 
with a cubic capacity of 128 feet. The container weighs about 
2,730 pounds and approximately 10,000 pounds of bulk cement 
can be loaded in the container. A battery of 12 containers is 
transported in a gondola car. 

The containers are unloaded from the car by crane, drop 
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doors in the bottom are opened, permitting the contents to run 
into a truck body or other receptacle. 

Six covered hopper cars for the handling of bulk cement 
also have been developed, ready for immediate service. This 
type car has a steel roof with eight large and four small hatch 
doors. The car was subjected to rigid tests and proved to be 
waterproof. Its capacity is 100,000 pounds. 





MATERIALS HANDLING INSTITUTE 


A Materials Handling Institute was organized, at a meeting 
in Cleveland last month, for the general purpose of creating 
a greater consciousness of the importance of efficient use of 
materials handling equipment and methods in the production 
and distribution of goods. The meeting was attended by 74 
representatives of 62 different manufacturers, and was presided 
over by Jervis B. Webb, chairman of the materials handling 
division of the American Society of Mechanical Engineers. 

Three working committees were created—a membership 
committee, a publicity and education committee, and a research 
and standardization committee. At the opening meeting, mem- 
berships were taken out by representatives of 45 manufacturers 
and some fifteen others signified their intention of joining the 
new institute. Since then there have been a considerable num- 
ber of other manufacturers that have joined. It was decided to 
hold the next meeting in Philadelphia the week beginning May 
2, at the time of the next meeting of the materials handling 
division of the American Society of Mechanical Engineers. 


The following officers were elected: President, Frank E. 
Moore, president, Mathews Conveyor Company, Elwood City, 
Pa.; vce-president, Jervis B. Webb, president, Jervis B. 
Webb Company, Detroit; treasurer, Henry W. Standart, presi- 
dent and treasurer, Northern Engineering Works, Detroit; sec- 
retary, John A. Cronnin, editor, Materials Handling and Dis- 
tribution. 


AIR-COOLED DINERS 


Ten diners equipped with the latest type railway air condi- 
tioning and cooling systems will be placed in operation in the 
near future by the Atchison, Topeka & Santa Fe on its trans- 
continental trains through the west and southwest. The Santa 
Fe will be the first railroad to use the new carrier air con- 
ditioning system, which employs steam from the engine as the 
refrigerating energy and water as the sole refrigerating me- 
dium, eliminating gaseous refrigerants. Railroad executives 
and engineers, representing the major roads of the country, who 
witnessed the initial demonstration of the system at the Carrier 
Research Laboratories recently, are said to have voiced the 
belief that it foreshadows general application of air conditioning 
on American railroads. 


—- 


ST. L..S. F. DEFERS TAX PAYMENT 

The St. Louis-San Francisco has notified officials of Mis- 
souri, Kansas, and Alabama that payment of its taxes will be 
deferred for a while so that the company may meet other 
financial obligations. The taxes which thus become delinquent 
total approximately $1,618,000, the specific amounts past due 
since the close of 1931 being $750,000 in Missouri, $705,000 in 
Kansas, and $163,000 in Alabama 

E. T. Miller, vice-president and general solicitor, explained 
that the Frisco had no intention of avoiding payment of its 
taxes and the amounts would be paid in the near future. The 
tax accounts were deferred chiefly because of a bond interest 
payment of $2,480,000 due on January 1 and an installment of 
$1,000,000 due on January 15 on the road’s equipment trust 
obligation. 


WABASH REDUCES EXPENSES 


United States District Judge Davis in St. Louis has author- 
ized the receivers of the Wabash Railway, Walter S. Franklin 
and Frank C. Nicodemus, Jr., to make large reductions in expenses 
and salaries of the New York offices, as of January 1. The New 
York office cost $529,726 in 1930 and $390,000 in 1931, and the 
receivers contemplate reducing the maintenance to $100,000, or 
possibly $85,000. Four officers and five clerks will be retained 
in the New York office, comparing with thirty-eight officers and 
employes heretofore. The 6,760 square feet of floor space in 
the Equitable Building is cut to 2,450 square feet, the rental 
being reduced from $30,000 to $10,000 a year. 

“The receivers,” said Nat. S. Brown, their counsel, “propose, 
through reduction in floor space and through elimination of 
salaries not required under receivership conditions, to reduce, 
as of January 1, the costs to below $100,000 or approximately 
$85,000, with possible further reductions this year.” 
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OCEAN SHIPPING DEVELOPMENTS 
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Fixtures of two transatlantic sugar carriers, considerable 
activity in the West Indies time charter market, and the fixture 
of a steamer out of the Gulf with lumber for the Plate were 
the principal features of the full cargo market in the last week. 
The grain trade has had no fixtures, though the feeling per- 
sists in Chicago that export buyers will make their appearance 
in the near future. What business there is in this division 
is at present confined to the Vancouver market. 

In spite of the fact that 1931 was a poor year for the full 
cargo carriers, the total number of fixtures recorded was 
slightly greater than in 1930. Walter Moore, in his weekly 
grain freight market letter, summarzies the distribution over 
each month for the two years, showing that it reflects the lack 
of normal conditions in the trade. He also reports that at 
present cargo steamers are not even taking the trouble to seek 
Atlantic or Gulf business. Business for the opening of naviga- 
tion at Montreal in- May can at present be had on the basis 
of 9 cents, Antwerp-Rotterdam. 

Considerable activity has also developed in the Gulf cotton 
trade to the Orient and to the United Kingdom or Continent, 
with five fixtures recorded during the week, three to Japan and 
two to Europe. 

The intercoastal steamship operators have continued their 
conferences looking toward reestablishment of the United 
States Intercoastal Conference, but are still lacking a complete 
agreement. It is reported that the matters under discussion will 
now be delayed until the arrival early next month of R. Stanley 
Dollar, whose company is said to have refused to join with 
the others until the American-Hawaiian Line withdraws from 
the Pacific coast trade, in which it recently established a 
service. 

It is also reported that the Nelson Line has raised the ques- 
tion of the American-Hawaiian Line calling at Charleston on 
the eastbound half of its intercoastal run and has intimated 
that the latter, which is one of the strongest lines in the trade, 
should drop this port of call. 

Another problem is the calls at Albany, begun several 
months ago by several of the cargo lines. Inasmuch as Albany 
has a freight rate differential under the Port of New York, the 
passenger lines are said to have raised objections to the new 
call, as they feel that it will cost them some of their regular 
freight traffic to New York. 

J. D. Harrington, secretary of the United States Atlantic 
and Gulf-West Coast of Mexico, Central and South American 
Conference, announces to exporters to Colombia that, effective 
on and after January 11 and until further notice, the conference 
lines will assess bill of lading stamp tax of $1 for each mark 
shown on the bill of lading instead of 50 cents for each mark, 
as heretofore, on all shipments originating at New York and/or 
New Orleans and destined to Buenaventura, Colombia. 

In order to meet competition of chartered tonnage, the con- 
ference lines in the Singapore trade have announced a reduc- 
tion in freight rates on rubber between the Straits Settlements 
and New York from $11.50 to $8.50, gold, a ton, effective from 
January 1 until June 30. The lines in the Java trade announce 
that freight rates from Java to the United States have been 
reduced from 20% guilders to 14% guilders per cubic meter, 
effective until June. The Singaport rubber rate was reduced 
recently from $13 to $11.50 on application of the principal im- 
porters when Barbour & Co., one of the leading exporting con- 
cerns at Singapore, chartered a vessel. 

Reports from the Pacific coast to the effect that the ships 
of the Dimon Line had been placed in the hands of ship brokers 
to be offered for sale have been denied by the company. The 
reports stated that the General Steamship Corporation was 
offering the vessels for sale on the Pacific coast and that a 
well-known New York ship broker had also been active in seek- 
ing a buyer for the ships. 

The intercoastal steamship operators have agreed to extend 
the present westbound freight rates until February 29, 1932, 
when, it was hoped, that a new conference agreement will have 
been established. 


NEW YORK-HAVANA TRADE 


The Shipping Board has considered a protest of the New 
York and Cuba Mail Steamship Co. (the Ward Line), against 





competition between American-flag services in the New York. 
Havana trade. Competition among American-flag lines as wel 
as growing competition in that trade from foreign-flag lines hag 
been discussed by the board. In a conference on the subject 
January 11 representatives of the following lines were present: 
The Ward Line, Grace Line, Panama Mail, United Fruit, Panama 
Pacific and Dollar. 


PORT OF DETROIT 
A new report on the port of Detroit, Mich., has been issued 
by the Board of Engineers for Rivers and Harbors of the War 
Department and the Bureau of Operations of the Shipping 
Board. In an explanatory statement relative to the report the 
War Department says: 


The present report was designed to meet the requirements of the 
two government departments and to furnish commercial and shipping 
interests throughout the country with authentic data which hereto- 
fore have not been available in convenient form. An important fea- 
ture of the new report is the study of the movements of lake traffic 
to and from the port, graphically presented by means of charts sup- 
ported by tables which give a detailed picture of the commerce of 
the port during the calendar year 1929. 

Information in the new volume shows that the port of Detroit 
is one of the outstanding Great Lakes ports. Comprising some 2? 
miles of frontage on the Detroit and Rouge Rivers, the ports has a 
total of 91 piers, wharves and docks, which are utilized in the move- 
ment of lake commerce. Of these facilities, 14 are located on the 
Rouge River, which is an important arm of the harbor. Although 
the majority of the port facilities are intended for private use by 
their owners in the conduct of their own business operations, sey- 
eral are open to the public for handling general cargo, while 4 ter- 
minals specialize in handling automobiles. 

From the standpoint of volume of tonnage handled, Detroit ranks 
eighth among the Great Lakes ports, but if value is considered, it 
rates fourth, being surpassed as regards the latter by Buffalo, Mil- 
waukee and Duluth. The position which the port holds with respect 
to value of tonnage is due mainly to the shipments of automobiles and 
manufactured products. The movement of automobiles through the 
port has increased rapidly during the last ten years. This new busi- 
ness has brought into existence a special type of vessel equipped to 
accommodate automobiles and trucks. According to statistical data 
presented in the report, the port may be classed as a receiving rather 
than a shipping port. This is due to the fact that Detroit is an in- 
dustrial center and a number of its facilities have been designed 
especially for the purpose of receiving raw materials consigned to 
industrial plants. 

The total commerce of the port amounted to 10,020,064 tons dur- 
ing the calendar year 1930, of which 9,319,572 tons were receipts 
and 700,492 tons were shipments. The total tonnage through the 
Detroit River in that year amounted to 94,155,889 tons, the port of 
Detroit participating to the extent of 10.8 per cent. The principal 
commodities comprising the inbound traffic are coal, limestone, sand 
and gravel, iron ore, gasoline and cement, which are, for the most 
part, consumed within the industrial area. In the outbound move- 
ment, automobiles and trucks, coke, and general merchandise comprise 
the principal tonnage. These items originate chiefly within the city of 
Detroit and its immediate environs. The absence of combination lake 
and rail rates to and from the port furnishes evidence that only a 
very small percentage of the port traffic moves to or from interior 
points by rail. 

Eight steamship lines serve the port in the general package freight 
and passenger service, four of which are listed as passenger lines, 
three as package freight lines, and one as an automobile and 
general merchandise carrier. There are also two ferry lines, as well as 
a number of bulk freight lines and private carriers which do not run 
on schedule sailings. It is also shown that Detroit is served by 10 
railway systems which provide service to all interior points, either 
through their own lines or by connections with other systems. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 15 
of the shipping act of 1916 have been approved by the shipping 
board: 


1721—Luckenbach Steamship Company, Inc., with Standard Fruit 
& Steamship Company: Arrangement covering through shipments of 
canned goods, pickles, dried fruit, beans, peas, broom handles, flour 
and newsprint, printing and wrapping paper from Pacific Coast ports 
of call of Luckenbach Steamship Company to Cuban ports served by 
Standard Fruit & Steamship company, with transshipment at New 
York. Through rates and apportionment thereof as between the lines 
are to be as shown in Pacific-Atlantic Coast-West Indies Eastbound 
Minimum Rate List No. 2, attached to and forming part of the agree- 
ment. Shipments moving under the agreement are to be subject to 
minimum through bill of lading charge of $7, which is to be appor- 
tioned $3 to Standard Fruit & Steamship Company and $4 to Lucken- 
bach, the latter carrier to absorb cost of transferring such minimum 
bill of lading shipments at New York. On all other shipments the 
proportions of the through rates to be allowed the intercoastal carrier 
are to include 10 cents per 100 lbs. transfer allowance. If cost of 
transfer is less than 10 cents Luckenbach is to retain 60 per cent of 
the difference between the actual cost and the 10 cents allowance and 
the on-carrying line is to receive 40 per cent thereof, and if transfer 
cost exceeds 10 cents per 100 Ibs. the intercoastal carrier is to absorb 
60 per _ of the excess over 10 cents and the on-carrying line 40 
per cent. 
1722—Calmar Steamship Corporation with Puget Sound Navigation 
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Company: Arrangement for through shipments from Baltimore or 
niladelphia to designated ports of call of Puget Sound Navigation 
Peapany, with transshipment at Seattle. Through rates are to be 
Com rates of Calmar from Baltimore or Philadelphia to Seattle plus 
aa of Puget Sound Navigation Company set forth in statement of 
freight rates, attached to and forming part of the agreement. Cost of 
transferring shipments to its own terminals is to be borne by Puget 
Sound Navigation Company when its vessels do not call at Calmar 
ier, Inbound wharfage at Seattle is to be absorbed by Calmar and 
Sutward wharfage by the on-carrying Puget Sound Line. _ : 

1733—American-Hawaiian Steamship Company with United Fruit 
Company: Through billing arrangement covering shipments from 
United States Pacific Coast ports to Kingston and other Jamaican 
ports of call of United Fruit Company, Cartagena, Puerto Colombia 
and Santa Marta, Colombia, and Port Limon, Costa Rica. Through 
rates are to be the sums of the local rates of the participating carriers 
plus cost of transferring shipments by lighter at New York. When 
shipments are transferred by truck American-Hawaiian is to assume 
the difference between the cost of such transfer and what the cost 
would have been had transfer been effected by lighter. 

1787—Gulf Pacific Line with Mississippi Shipping Company, Inc.: 
Arrangement for through shipments of coffee from loading ports of 
Mississippi Shipping Company in Brazil to Pacific Coast ports of dis- 
charge of Gulf Pacific Lines, with transshipment at New Orleans. 
Through rates are to be the same as direct line rates on coffee in bags 
and are to be apportioned three-eighths to Mississippi Shipping Com- 
pany and five-eighths to Gulf Pacific Line, the cost of transshipment 
at New Orleans to be absorbed by the carriers in the same ratio as 
through rates are to be apportioned. 


Agreements Modified 


1562-2—Dimon Steamship Corp. with Baltimore Mail Steamship 
Company: Modifies agreement covering through shipments from 
United States Pacific Coast loading ports of Dimon Line to Hamburg, 
Germany, with transshipment at Baltimore; through rates being based 
on direct line rates and apportioned equally between the lines, each 
of which assumes one-half the cost of transshipment. The purpose 
of the modification is to include the port of Havre, France, as a port 
of destination of shipments to be handled under the agreement upon 
the same terms and conditions in respect to basis and apportionment 
of through rates and absorption of transshipment charges as pertain 
in connection with through shipments to Hamburg under the agree- 
ment presently in effect. 

1659-1—Nelson Steamship Company with Baltimore Mail Steam- 
ship Company: The agreement modifies agreement approved by the 
board September 9, 1931, and covers through shipments between Pacific 
Coast ports and Hamburg, with transshipment at Baltimore or Nor- 
folk, at the same rates as those currently assessed by direct lines; 
through rates and transshipment costs being apportioned equally be- 
tween Nelson and Baltimore Mail. The purpose of the modification 
is to include Havre and Bremen as ports of origin or destination of 
shipments to be handled under the agreement on file. No change in 
the basis of through rates or apportionment of such rates and trans- 
shipment costs is to be effected by the modification. 

141-5—North Atlantic Passenger Conference: The agreement modi- 
fies agreement covering transportation of passengers between British 
and Irish ports and the United States and which was approved by the 
board June 24, 1930. The modification will permit member lines of 
the North Atlantic Passenger Conference to grant reductions of 20 
per cent off one-way or round trip fares during the off-season periods 
up to the end of 1932 to actual competitors, officials of amateur ath- 
letic associations occupying official positions and accompanying teams, 
and to members of the International Olympic Committee and national 
Olympic committees traveling in connection with the Olympic Games 
to be held at Los Angeles and Lake Placid in 1932; and to competitors 
in the World’s Bowls Tournament to be held in Los Angeles in July, 
1932. No reduction in fares is to be permitted to wives or families of 
the competitors or officials to whom the reduction is to be authorized. 

141-6—Under the terms of the North Atlantic Passenger Confer- 
ence agreement, approved by the board June 24, 1930, member lines 
may grant to an agent securing 50 or more one-way passengers or 
25 or more round trip passengers by any one sailing one free round 
trip passage for himself or his representative for each unit of 50 
one-way passengers or 25 round-trip passengers, and one free one-way 
passage to an agent accompanying a party of 25 one-way passengers. 
The modification is an addition to the approved agreement providing 
that tickets covering such passages must be issued by the line’s own 
office at port of embarkation and must show the purpose for which 
_s bd appropriate endorsement by the issuing line on the face of 

e tickets. 


SHIPPING BOARD AND PUBLIC FUNDS 


Comptroller General J. R. McCarl in a report to Congress 
has directed attention to the fact that financial transactions of 
the Merchant Fleet Corporation, the agency of the Shipping 
Board, are not subject to the control of the general accounting 
office of the government. 

The report sets forth that it is possible there has not been 
brought clearly to the attention of Congress the very wide 
latitude claimed, and exercised, by the Shipping Board, in the 
use of public moneys. The board itself, according to the report, 
as other federal agencies, being subject to regulatory statutes 
and accountable for its uses of public moneys, avoids such 
regulatory control and accountability by operating through its 
corporate creature—the Fleet Corporation. The report says 
that thus it is that the large amounts annually appropriated for 
the support of this major activity, and ostensibly for uses of 
the board, are for the most part diverted by the board to its 
corporation and by such diversion the board escapes all regu- 
latory statutes and accountability for such public moneys. 

The report says it is appreciated that when the govern- 
ment undertakes the conduct of a business, commercial in 
nature, such as the operation of vessels in commerce, there may 
frequently be required expenditures, because of the nature of 
the business undertaken, that could not properly be allowed by 
the accounting officers under existing law if made in connection 
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with the conduct of the government, but that had the logical 
and safe method been adopted there would have been provided 
all proper and necessary safeguards and yet there would have 
been granted all latitude necessary to the conduct of the 
authorized enterprise or business. 

By adopting the method of operating through a government- 
owned corporation with no requirement for accounting for the 
public moneys employed, says the report, there were abandoned 
the safeguards Congress almost invariably employs, where the 
uses of the public moneys are involved to protect the interest 
of the public treasury, discourage favoritism and fraud, and 
require fair and equal treatment of citizens. 

In attempting the transaction of public business through a 
government-owned corporation, in addition to the usual dis- 
regard of salutary laws found to protect the public treasury 
and to keep public transactions on a high plane as in contract- 
ing, etc., says the report, there is danger and likelihood of ex- 
travagance in the fixing of salaries for officers and employes, in 
the payment of travel and subsistence expense in excess of 
amounts allowed to government officials traveling on govern- 
ment business, in the providing and furnishing of quarters, and 
in innumerable other ways. 

The Comptroller General recommends that the present un- 
satisfactory conditions receive early consideration. 

The report criticizes the so-called “lump-sum” operating 
arrangement under which the operators of Shipping Board 
shipping lines are compensated on the ground that under it the 
operator is granted the right to revenues from operation of 
government vessels and denies to the United States moneys 
that should be deposited in the general fund and used for gov- 
ernment purposes. The report also deals with transactions in 
connection with the sale of the United States Lines. 

This is the second report to Congress in which the Comp- 
troller General has criticized the Shipping Board, the first having 
been made about two years ago. 


MERCHANT MARINE INQUIRY 


The Trafic World Washington Bureau 


‘(A comprehensive investigation of the condition of the 
American merchant marine, the Shipping Board, Merchant Fleet 
Corporation, as well as transactions of the board and corpora- 
tion with corporations, firms, individuals or agencies, and ocean 
mail contracts, is provided for in a House resolution introduced 
by Chairman Davis, of the committee on merchant marine, radio 
and fisheries, in accord with a motion adopted by the committee 
authorizing and directing that such a resolution be introduced. 

The resolution provides that the committee be authorized 
and directed to inquire into the condition of the American mer- 
chant marine, and the operations, policies and affairs of the 
United States Shipping Board Merchant Fleet Corporation. It 
further provides that the inquiry shall include an investigation 
of contracts, leases, sales, settlements, accounts, expenditures, 
receipts, assets, liabilities, properties and any and all 
transactions, affairs, policies and plans of the Shipping Board 
and Fleet Corporation and any other corporations, firms, in- 
dividuals or agencies, directly or indirectly, in any way asso- 
ciated with or under contract with or controlled or regulated by 
the Shipping Board or Merchant Fleet Corporation, together 
with an inquiry into ocean mail contracts and such other per- 
tinent matters as may aid the committee in determining and 
recommending future policies with respect to the maintenance 
and development of the American merchant marine. 

The resolution provides that the committee shall have the 
right at any time to report to the House in one or more reports 
the results of its inquiries with such recommendations as it 
may deem advisable. 

Without waiting for the House to adopt the resolution pro- 
viding for investigation of the merchant marine situation, the 
House committee on merchant marine, radio and fisheries began 
hearings January 13 and then adjourned to January 18. 

Chairman Davis indicated that the committee would not 
seek action on the inquiry resolution in the House unless the 
authority of the committee to obtain the information it desired 
was challenged. 

Chairman O’Connor, of the Shipping Board, was asked by 
the committee to have the board reply to a detailed questionnaire 
covering practically all aspects of the activities of the Shipping 
Board and Fleet Corporation. The Shipping Board chairman 
also was asked to make reply to the report of Comptroller Gen- 
eral McCarl criticizing the board and Fleet Corporation. 

The Shipping Board, said Chairman O’Connor, was pleased 
to have the investigation made by the committee. 

“There has been so much talk that we want to clear things 
up,” said he. 

A written report giving detailed information relating to the 
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sale and later reorganization of the United States Lines will be 
submitted by the board to the committee. 

Chairman Davis asked the board to submit information as 
to operation of ships for account of the Shipping Board and 
operation of the same ships by private operators after they 
were sold by the board, taking into account the aid accorded 
by ocean mail contracts. He said he wished to compare ex- 
penses of Shipping Board operation with expenses under private 
operation. 

The committee wishes information as to the International 
Mercantile Marine and its connection with the reorganization of 
the United States Lines. 

Chairman O’Connor suggested that the committee inquire 
into arrangements between railroads and foreign steamship lines 
and between banks and foreign steamship lines for the move- 
ment of traffic via foreign lines. 

Consolidation of the Shipping Board’s Yankee and Hampton 
Roads lines is under consideration by the board, according to 
the chairman. 


POWER OF SHIPPING BOARD 


Argument was concluded in the Supreme Court of the United 
States this week in No. 296, United States Navigation Co., Inc., 
vs. Cunard Steamship Co., Ltd., et al., in which the lower courts 
held that an attack on practices of defendant steamship com- 
panies with respect to obtaining cargo contracts in the north 
Atlantic trade should have been made first before the Shipping 
Board. 


BRITISH SHIPS AVOID PANAMA CANAL 


Depreciation in the British pound has resulted in many 
English vessels on the United Kingdom-New Zealand run 
selecting routes that allow them to avoid Panama Canal tolls, 
according to a report from Consul Bernard Gotlieb, Wellington, 
New Zealand, made public by the Commerce Department. 

This diversion of British cargo steamers from the cus- 
tomary Panama Canal route is caused directly by the increased 
cost of canal tolls and oil and coal bunkerage to the purchaser 
using the deflated pound, the report states. 

Many vessels are being routed around Cape Horn on the 
return to United Kingdom from New Zealand. These vessels 
take on coal and oil at Daker, West Africa. A few sailings from 
England have been made by Cape of Good Hope with fuel being 
purcased at Cape Town. 

Another development has been the switch of coaling from 
Colon to Kingston, Jamaica, by British vessels which continue 
to move through the Panama Canal. By coaling at Kingston. 
the ship owners are not forced to buy American exchange on 
the approximate basis of $3.35 as they do when the supply is 
taken on at Colon. 


IMPROVEMENT OF WATERWAYS 


An alltoment of $578,000 for dredging Miami River, Fla., 
has been approved by the Secretary of War. The project, as 
authorized by Congress, calls for a channel 15 feet in depth at 
mean low water. 

Representative Disney, of Oklahoma, has introduced a bill 
(H. R. 7371) providing for the appropriation of $35,000,000 to 
be expended under the direction of the Secretary of War for 
the improvement of the Arkansas River from Tulsa, Okla., to 
the point where it flows into the Mississippi River, so as to 
provide a 9-foot channel for navigation purposes, and for flood 
control of the Grand River, Verdigris River and Caney River. 

The Secretary of War has approved an allotment of $40,000 
from river and harbor funds for examinations, surveys and con- 
tingencies in the Pittsburgh district. The district engineer at 
Pittsburgh reported that additional funds were required for 
survey purposes on the Mononaghela and Allegheny rivers to 
provide for revision and completion of detailed navigation maps. 
The department said such maps as now existed were prepared 
many years ago from detached surveys, since which time the 
rivers had undergone much change. It said revised maps would 
be of material assistance to navigators and to the department 
in maintaining the projects. It said that the combined traffic 
on the two rivers for 1930 amounted to 29,075,212 tons valued 
at $161,349,161 and that in addition 561,102 passengers were 
carried. 


ILLINOIS WATERWAY BRIDGES 


Assistant Secretary of War Frederick H. Payne has ap- 
proved an application of the Department of Purchases and Con- 
struction, division of waterways, state of Illinois, for approval 
of plans of a bridge to be constructed across the Des Plaines 
River (Illinois waterway) near Channahon, Ill. Representatives 
of the Inland Waterways Corporation and the Strekfus Steam- 
ers of St. Louis objected to a vertical clearance of 47 feet as 
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proposed in the plans and asked for a clearance of 60 feet. Th. 
War Department said it was decided that a vertical Clearance 
of 47 feet would be ample for the needs of commerce which 
might be reasonably expected on completion of the Illinojg 
waterway project. 

An application of the Atchison, Topeka & Santa Fe fo, 
extension of time to May 15, 1932, for removal of an old bridge 
across the Illinois River near Chillicothe, Ill., has been approveg 
by Assistant Secretary of War Frederick H. Payne. 


EXPENDITURES ON WATERWAYS 


(Railroad Data) 


Since 1824 the American government has expended more 
than $1,500,000,000 on river and harbor development, half of 
which has gone for the development of inland waterways, ac. 
cording to a statement by Agnew T. Dice, president, Reading 
Company. “In other words, this government has spent as much 
money to provide competition to the railroads by opening rivers 
for navigation, principally the Mississippi, which carry an 
almost infinitesimal amount of traffic, as it has spent to develop 
harbors for world trade,” he points out. 

Analyzing this subject in a recent address before the Atlan. 
tic States’ Shippers’ advisory Board, Mr. Dice continued, in part: 


For the year ending June 30, 1930, over $100,000,000 were expended 
by the federal government for rivers and harbors. Approximately 
three-fourths of this sum was spent on rivers and canals, while only 
one-fourth of this sum was expended for improvement and mainte- 
nance of our great harbors for world commerce. 

Transportation costs on this canal (Erie) are computed at 19.41 
mills per ton-mile; on the railways of the Eastern District the freight 
charge per ton-mile is 10.90 mills. 

What are the costs on the governmental subsidized waterways? 

Transportation costs on the Mississippi River are 11.17 mills per 
ton-mile; on eight railways paralleling that river the inclusive average 
freight charge per ton-mile is 10.09 mills. On the Ohio River the 
cost is 12.36 mills with a corresponding railroad cost of 8.33 mills, 

To develop these two river lines this government spent nearly twice 
as much as it cost to build the Panama Canal, and yet on the rivers 
we taxpayers are paying the bill while American and foreign ships all 
pay toll going through the Isthmian Canal. 

_ I wish I had time to give you additional information regarding 
this waterway waste but I can only touch the high points. I must, 
however, remind you that the Warrior River development on the 
lower Mississippi cost us almost $18,000,000, and one report of the 
government from 1924 to 1929 shows that the operating deficit of this 
line was 87 cents per ton on traffic handled. 

Free of taxes, salaries charged to various government departments, 
and built by government money (our money), these waterway devel- 
opments have never proved their economic necessity and even on a 
square cost basis as compared to the tax-paying and _ regulated rail- 
roads, their continuance is but a constant drain on the public funds 
and a menace to the admittedly necessary railroad. 


THE ST. LAWRENCE CANAL 


(From Seaway News, published by the Great Lakes-St. Lawrence 
Tidewater Association) 


The American Engineering Council, with a membership of 
60,000 engineers drawn from the fields of chemical, consulting, 
agricultural, civil, mechanical and industrial engineering, at its 
meeting in January, 1931, voted to appoint a committee to review 
the economic aspects of “The St. Lawrence Navigation and 
Power Project” by Dr. Harold G. Moulton et al. of the Institute 
of Economics. , 

Mr. C. E. Grunsky, Jr., and Mr. E. L. Grunsky were selected 
to undertake the work and after a year of study have completed 
their report which in a very kindly but effective manner dis- 
agrees with Dr. Moulton and co-authors, pointing out that “there 
is a tone of finality given to their conclusions against the canal 
which is unwarranted” and “the authors have permitted their 
opinions to take on the color of proof.” 

Extracts from the report of Messrs. Grunsky, as appearing 
in the American Engineering Council Bulletin, for December, 
1931, follow: 


Dr. Moulton and his associates have charged in their book that the 
Department of Transportation of the Division of Foreign and Domestic 
Commerce estimate of 18,700,000 to 23,700,000 tons of available freight 
is incorrect, and that but 10,500,000 tons of possible United States and 
Canadian freight are to be expected, as soon as the waterway is opened. 
They contend also that the Welland Canal costs, the lake channel 
improvements, and the harbor improvements necessary to bring ocean 
steamers to the cities of the lakes are also chargeable to the waterway. 

Although all the estimated available freight may not be immedi- 
ately attracted to the canal route, the authors of ‘“‘The St. Lawrence 
Navigation and Power Project’’ by ignoring the effect of the increases 
in freight and freight movements, which will of necessity result from 
the provisions of additional transportation facilities, take a position 
that is unfair to the project, if not indicative of preconceived prejudice. 

‘Their assumption, even if correct, that but 10,500,000 tons will be 
available, and that at existing rates this traffic will not justify the 
actual, plus the secret or hidden costs of the project, should not bar 
or invalidate the proposed development. Existing conditions, taken 
prior to the development, cannot be used safely in estimates of eco- 
nomic feasibility. Traffic facilities and development will grow hand 
in hand, stimulating each other. Industries will develop and traffic 
be initiated by and diverted to the new lanes of travel, particularly 
if there is a rate differential in its favor. The accelerated growth of 
traffic may soon overshadow and wipe out the “‘secret costs.”’ In addi- 
tion, indirect benefits will accrue even to the back country when 4 
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cheaper water freight rate can be offered. These may, in a short 
time, more than offset the “‘secret costs,” or, more correctly, the 
“subsidy.” In many instances these indirect benefits alone are suffi- 
cient to justily projects of great magnitude. 

The inclusion of the Welland Canal costs and the lake channel and 
harbor improvements in the canal costs, seem to us to be rather harsh. 
The Welland Canal is now being constructed as an independent unit. 
The lake channel and harbor improvements will be progressive and 
increase With the traffic needs. Should they be heavy, it will. be 
pecause the traffic justified them. To charge them against the canal 
costs at this time would be like charging the cost of additional ships 
as militating against the project. 

It is claimed that a bottom clearance of 2 feet 6 inches is ngces- 
sary for canal operation, and that therefore a 25-foot deep canal 
would exclude all sea-going traffic; that a 27-foot depth canal would 
exclude all passenger ships and 85 per cent of the faster cargo ships. 
It would, however, permit over 50 per cent of all ships to use the 
canal, and it is interesting to note that the faster cargo ships number 
put 684 out of 2,900 now engaged in ocean traffic. For present ship- 
t is shown that a 27-foot canal would exclude 60 per cent of the 


ay 
vesent grain tramps, 81 per cent of cargo vessels, and 100 per cent 
of the tankers. The further claim is made that a 30-foot channel 


would exclude 80 per cent of the passenger refrigerator ships. But the 
3)-foot channel would permit 80 per cent of all cargo vessels to use 
the canal. A 33-foot channel would, it has been stated, acommodate 
practically all the cargo ships now in existence, From the above, it 
has been argued that unless a 33-foot channel is used the canal will 
be impractical. This is a debatable question, to say the least. Ocean- 
going ships are using harbors, canals, and other shipping facilities all 
over the world where partial loading must be resorted to in order to 
navigate safely, and it is not conclusive to say that a ship will not 
navigate waters unless it can do so fully loaded. 

The short shipping season and lengthened time of transit have 
also been used as factors against the canal. These factors do render 
such a project less attractive than if the season were all the year 
round and the point of loading at the seacoast, but they do not act 
as a bar to the project unless the actual cost of transportation with 
everything included, is prohibitive. The authors assume that in the 
canal ships must travel fully loaded and that as the present tendency 
is toward large ships there will soon be no ships available for canal 
service. They do not think any ship owners will consider establishing 
regular routes through the canal on a seasonal schedule. History has 
shown, however, that if the facility is there, and a certain type of 
ship can navigate successfully and profitably, these ships will be built 
and the facility eventually put to full use. 

The assumption by the authors that, because existing traffic will 
be insufficient to carry the costs of the canal, therefore it is unfeasible, 
completely ignores the stimulation and development which always 
follow major physical improvements such as new traffic routes and 
increased traffic facilities. The assumption that even though there 
are existing seasonal trade water routes, nevertheless, no ocean-going 
ships can or will operate through the St. Lawrence ship canal on such 
a basis, is without adequate foundation. The assumption that only 
fully laden ships can use the canal is a matter of personal opinion. 

Most of the factors previously mentioned as bearing on this prob- 
lem are not susceptible to definite proof, being dependent upon chang- 
ing conditions, which changes are mostly caused by the development 
itself. The economic structure is therefore certain to improve with 
time, and this should be frankly admitted by anyone discussing the 
questions at issue. 

There is a tone of finality given by the authors to their conclu- 
sions against the canal which is unwarranted. 

The book is a most interesting one. The authors have called atten- 
tion to and discussed the various factors involved most comprehen- 
sively. That most of these factors are not susceptible of proof but are 
of such magnitude and so dependent upon changing conditions that 
they become matters of opinion is not adequately admitted by the 
authors in their treatment of the questions at issue. The authors have 
permitted their opinions to take on the color of proof. 

We feel that the report and its conclusions should not be accepted 
as final proof of the unsoundness of the St. Lawrence project. 


GOVERNMENT IN BUSINESS 


(From an address by Edward J. White at the annual meeting of the 
Nebraska Bar Association, Omaha, Dec. 30, 1931) 

Take, for instance, the case of the development by the gov- 
ernment of the inland waterways. The building of waterways 
for transportation purposes has become a pronounced, admin- 
istrative policy and is the platform upon which individual con- 
gressmen seek their biennial elections. 

Many waterways are now navigable and others are being 
made navigable. 

The government not only constructs the waterways, but 
prohibits the railroads from operating boats upon waters upon 
which the government has its own vessels operating, and yet 
compels the railroads, under such laws as the Dennison act, to 
enter into joint rail and water rates, and thus to increase the 
territory from which water-borne traffic can be drawn, although 
prevented from engaging in the business itself. Although there 
18 no reciprocity involved, railroads are compelled to grant to 
the water common carrier the benefit of reciprocal switching 
rates in moving material to and from water terminals. 

_When we find the government of the United States itself 
taking the public money to the extent of $24,000,000, putting 
tugs and barges on the Mississippi and Warrior rivers in com- 
petition not only with the railroads, but with private water car- 
riers—two of them are operating on the Mississippi River today 
—the case becomes intolerable. 

Look for a moment at the facts. At the end of 1930 the 
Inland Waterways Corporation had received of public moneys 
and public property a total of almost twenty-four and a half 
million dollars. On December 31, last, its operations, which, by 
that time, had covered a period of six years, approximately, 
had resulted in a final deficit in profit-and-loss account of 
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$443,412. During those same six years it had had the benefit 
of receipts of interest on public moneys unexpended for operat- 
ing plant of over $248,000. Its operations of plant, therefore, in 
six years, taken by themselves, showed an operating loss of 
ctose to $700,000. Not a cent was earned for return on the pub- 
lic’s money invested in the enterprise. 

The sponsor of this enterprise, the head of the corporation, 
has stated that the government is in this business to demon- 
strate the practicability of water transportation and that it is nec- 
essary for the government to do this in order to induce private 
capital to enter the business. He has also stated many times 
that the demonstration is successful. Up to two years ago 
private capital had not ventured in the business of common car- 
riage on these waterways. Since then two companies have 
commenced operations. One is the Mississippi Valley Barge 
Line, with an investment of something like three and a half 
million dollars, the other The American Barge Line Company, 
with an investment of slightly less than two million dollars. 
Both are now operating on these waters. Both are losing money. 
It is not difficult to suppose that at least one reason why they 
are losing money is the competition of the government-owned 
Inland Waterways Corporation. What chance is there of the 
government operation demonstrating the success of inland wa- 
ter transportation by competition with its own citizens engaged 
in the same business? At what stage are we to consider the 
demonstration concluded? 

The spectacle, as I have described it, is bad enough. Add 
to it the fact that, not satisfied with providing waterways and 
maintaining them, not satisfied with providing tugs and barges 
to operate on these waterways with not a cent of return on 
their cost in public moneys, the Congress of the United States 
has, in the Dennison act, forced the railroads to establish joint 
rates and through routes with the barge lines, virtually at the 
request of those lines. 

It will thus be seen that, by gradual accumulation of prece- 
dent, we are, in fact, amending the federal constitution, but in 
such a partial and inefficient manner that the federal govern- 
ment is acquiring obligations without the necessary powers for 
proper execution. To try to solve the problem of the Missis- 
sippi without improved legal machinery will result in distortion 
and monstrosity. 

The government has entered into the barge-line business 
on the Mississippi River and all of its tributaries, except the 


Ohio River. 

The general differential, under the all-rail and water rates 
between all ports, is 20 per cent, but the Inland Waterways 
Corporation is not compelled to adhere to the 20 per cent differ- 
ential, but can widen the differential if it desires, the govern- 
ment paying any losses which may result therefrom. 

It costs the taxpayers of New York state, in round numbers, 
$5.00 per ton for every ton of freight moved through the New 
York State Barge Canal, yet the government contemplates a St. 
Lawrence seaway under treaty with Canada. 

The Commissioner of Canals and Waterways of New York 
state reported, in 1924, as follows: 


The state has wasted thousands of dollars in the construction of 
terminals which have never been used and in the installation of ter- 
minal appliances which have never handled a pound of freight. 


The Inland Waterways Corporation, owned by the United 
States government, has a dole of 60 per cent of its service on 
the Mississippi River direct from taxpayers. 

President Hoover, in his Louisville address, on October 23, 
1929, said: 


We must continue government barge lines through the pioneering 
stages, but we must look forward to private initiative not only as the 
cheapest method of operation, but as the only way to assured and 
adequate public service. 


The Interstate Commerce Commission, the administrative 
arm of the government which regulates the railroads, has been 
given no authority over the rates of the government barge 
lines, and neither the Inland Waterways Corporation nor pri- 
vately owned barge lines are compelled to file their port-to-port 
tariffs with the Interstate Commerce Commission, and they are 
thus unregulated. 

During the years 1920 to 1929 railroad traffic increased only 
6 per cent, remaining practically stationary for this period, while 
the program of the waterway advocates for the future contem- 
plates the improvement of five thousand (5,000) miles of streams 
of the Mississippi River system, in addition to the 3,600 now im- 
proved, the construction of the St. Lawrence-Ocean waterway, 
the enlargement of the New York State Canal so it will accom- 
madate lake or ocean vessels, the completion of the intracoastal 
canal from New Orleans to Corpus Christi, and the improve- 
ment of many other streams leading into the Atlantic Ocean, 
the Gulf of Mexico and the Pacific Ocean. Indeed, the water- 
way advocates propose to the present Congress the immediate 
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issuance of $500,000,000 of bonds to reconstruct the waterways, 
the local municipalities to rebuild their own bridges, and the 
railroads to rebuild theirs, at their own expense. 

If this program should be successful, the results will be 
appalling to our citizens. It will compel the expenditure by the 
municipal governments, state and city, and by the railroads, of 
hundreds of millions of dollars. The interest charges and mainte- 
nance and operation costs of the railroads involved will be enor- 
mously increased. The traffic of the railroads will be diverted 
from the railroads paralleling the rivers, and this policy will 
perhaps be adopted by Congress, because of the demand for 
cheaper rates, and statesmen are backing the movement for the 
construction of the waterways, regardless of the effect upon 
other means of transportation. That this policy of the general 
government, in breaking down the railroads through the diver- 
sion of traffic, can only be disastrous should be apparent to any 
thinking man. 

Under the Dennison act the railroads are required to short- 
haul themselves and join in through rates and divisions with 
the barge lines, with the result that they frequently receive less 
revenue for their haul than would be received for the same 
haul in connction with other rail lines. 

The Federal Barge Line is, in reality, a duplication of the 
adequate facilities already furnished by the railroads. The rail- 
roads are under the jurisdiction of the Interstate Commerce 
Commission, and, for this reason, are unable to meet the port- 
to-port rates without first obtaining relief from the long and 
short haul clause, under the fourth section of the interstate com- 
merce act. The effect of this discrimination is to break down 
all the rate structure of the railroads to intermediate points. 

Aside from this, the barge lines are permitted to put in 
what are known as “contract rates” for the benefit of shippers 
offering large volumes of traffic, which cannot be met by the 
railroads. This results in unpublished rates by the barge lines, 
which the railroads are not permitted to make. 

By act of Congress of June 3, 1924, the Inland Waterways 
Corporation was created “for the purpose of carrying on opera- 
tions of the government-owned inland and coastwise waterways 
system to the point where the system can be transferred to pri- 
vate operation to the best advantage of the government.” 

At the time of the incorporation of the inland waterways, 
the government had already invested nine million dollars in the 
barge lines and had commitments for several million dollars 
more. 

The government investment in this corporation, as carried 
on the books of the inland waterways, showed on December 1, 
1930, that the government had invested $20,377,491 of which 
$18,000,000 represented equipment, and the balance, terminal 
property and equipment. 


The government, in reporting the expense of the Inland 
Waterways Corporation, fails to include any item for maintain- 
ing the river channel, yet, in 1929, the government spent $2,- 
238,000 for navigation maintenance of the Mississippi section, 
and the Mississippi River Commission spent $2,515,000, or a 
total cost of $4,763,000, for navigation and maintenance, which 
was borne by the citizens of this country by direct appropria- 
tion of Congress, and the transportation experiment of the 
Inland Waterways Corporation allows no proportionate expense 
for this work. The estimated cost to complete the work already 
undertaken on inland waterways aggregates some $508,000,000. 

If proper adjustments were made in operating expense of 
the inland waterways, to compare to the legitimate expense re- 
quired by the railroads under rules of the Interstate Commerce 
Commission, the inland waterways would show a net loss from 
operations ranging from $216,000 to $638,000 annually during the 
period from 1926 to 1930, inclusive. 


From this, it will be seen that, in making a rate of 20 per 
cent less than the rail rate, the government is operating barge 
lines at a loss to the citizens of the country, and, aside from 
breaking down other transportation agencies, is doing so with- 
out any yield to the government at all. 

In this view of the situation, is it asking too much that 
government-operated barge lines should be placed under the 
same governmental regulations that their competitors, the rail- 
roads, are, in attempting to serve the people and meet this 
competition? 

The truck owners, who have taken the business of the rail- 
roads, replied to the argument advanced by the railroads that 
this industry should be regulated by the state and nation, the 
same as the railroad business is limited, that “the people should 
build more and wider highways to accommodate the trucks and 
busses” that remain unregulated and have taken the business 
of the railroads. This is the general argument of the govern- 
ment with reference to the government-operated boats and 
barges. It proposes to build and widen the channels of thou- 
sands of miles of waterways in order to accommodate the boats 
and barges of the government, regardless of the effect upon the 
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railroads, whose securities, millions of dollars of which are held 
by savings banks and trust companies, are daily being impair 
by this ill-advised governmental policy. 

As pointed out by Hon. Thomas F’.. Woodlock: 

The executive in charge of the Waterways Corporation has 
adopted much fervid rhetoric of late years to the necessity of “eo, 
ordinating” all forms of transportation in the United States, * *+* 
first step to a real coordination is to bring the port-to-port water rates 
at least so far as the Mississippi and Warrior operations are concernej’ 
under the same control as the rail rates. So long as port-to-port busi: 
ness can be done without rate control, the only ‘‘coordination” of rajj. 
water transportation possible is of a kind that is no coordination at qj 

It is grossly unfair to place at disposal of barge lines a nation: 
wide structure of rail-water through routes and joint rates with on. 
factor of those rates unregulated by the authority which regulates the 


other factors. i : 
* * * It is hardly too much to call this behavior of the Waterways 


Corporation plain piracy. 

As observed by Hon. Bainbridge Colby, in discussing the 
financial plight of the railroads before the Rochester Bar Aggo. 
ciation this month: 


Under such regulation, many forms of railroad initiative have heey 
destroyed, and the returns earned by the railways have steadily de. 
clined until today their weakened condition has become a menace to 
the entire nation. 


And so Mr. Colby emphasizes the duty of the government to 
withdraw all subsidies from every means of transportation and 
to prohibit unfair discrimination by any of them, at least during 
the crisis through which the government is now passing. 

While this statesman is sounding this warning note, we 
note, from Washington dispatches, that the U. S. Shipping Board 
is asking Congress to increase the limit on advances, for con. 
struction of boats and vessels, $185,000,000, and the board also 
asks that it “be given additional regulatory authority over con. 
mon carriers by water, a step we particularly need with respect 
to jurisdiction over minimum rates,” with the right of the board 
to adopt “some form of assistance for American ships not re 
ceiving the benefit of mail contracts.” 

We learn from the same dispatches that 73 vessels were 
sold for $1,088,680 during the fiscal year ending June 30, 1931, 
reducing to 398 the number of ships which the government is 
operating. 

Advances on construction loans, totaling $28,704,000, as com- 
pared with $20,384,000 for the year 1930, are cited as “further 
evidence of the beneficial effect of the Jones-White act in simi- 
lar activity in American shipyards.” 

The Shipping Board advises that 56 new boats are to be 
added to the United States Merchant Marine the coming year 
and points with pride to the fact that “ ‘America’s merchant 
marine is now second in the world, with 1,734 ships of 1,000 
gross tons or more. Of this number, 1,341 ships, aggregating 
2,200,000 gross tons, are held by the government. Ways and 
means of securing additional patronage for American ships is 
the chief problem now facing the merchant marine,’ so the Ship- 
ping Board concluded.” 

In our opinion, one of the principal weights pressing upon 
business and restraining its recovery is the disorganization of 
the business and rates of the railroads, resulting from the inter- 
ference and competition of the government itself. 

This policy of the government has helped to change the 
railroad picture from the bright red glow of health to the drab 
grayness of a diseased, stricken industry. 

The waterway advocates assign as a reason for the govern- 
ment engaging in this branch of business that it will result in 
bringing down railroad rates. Such breaking down of railroad 
rates is diametrically opposed to the real object of the Esch- 
Cummins law, which was to stabilize railroad rates, in order to 
enable carriers to earn a fair return, and this argument also 
loses sight of the fact that all rail rates are fixed by the gov- 
ernment and to break these rates down is really defeating the 
object of the government itself. 

If the government is to remain in the barge line business and 
invest the money of the taxpayers in equipment and for the 
maintenance and navigability of waterways to break down the 
railroads, then, we submit that the recent recommendation of 
the President, to have the government also authorize to loan 
money to the railroads to assist in the functioning of these vital 
agencies of commerce whose income and expenditures have been 
taken over by the government under the transportation act, 
comes more nearly within the legitimate functions of the gov- 
ernment, under the commerce clause of the Constitution, than 
the present and declared policy of the government with ref- 
erence to the waterways. 

Lawyers, generally, realize that our Supreme Court has 
expressed the true philosophy when it said: 

Our social system rests largely upon the sanctity of private prop- 
erty, and that state or community which seeks to invade it will soon 
discover the error in the disaster which follows. 


In all questions concerning the use or abuse of congres- 
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sional, state, or delegated power over interstate commerce, the 
Supreme Court of the United States is the final arbiter. As 
said by that court: 


Whenever “commerce among the states’’ goes, the power of 
the nation, as represented in the United States Supreme Court, goes 
with it to protect and enforce its rights. 


But we should not forget the warning sounded in the first 
World Power Conference that: 

It is the business of government to provide an open road for the 
exercise of the individual initiative of its citizens, not to substitute 
its own activities for that initiative; to see that free opportunity is 
given for the economic production of wealth, not to produce wealth, 
itself; that it is the business of government to regulate and control, 
not to manage or operate. 


When we forget these rules of conduct, which should limit 
the power of the government, as well as that of its citizens, 
then the ship of state is being steered into tempestuous waters 
where shipwreck and disaster will inevitably result. 

Is it asking too much, when the expense of government per 
year, as it did in 1930, aggregated the enormous sum of $3,994,- 
152,487, to insist that the representatives of the people in Con- 
gress should not permit the government to bankrupt the prop- 
erties of individuals and corporations engaged in common carrier 
service, at the expense of its citizens? 

When the government has a deficit for the past year, in the 
postal department, of $145,066,189, or $48,000,000 more than the 
gross deficit for the preceding year, from handling business it is 
legally qualified to transact, should it not avoid the annual losses 
of other millions of dollars of the people’s money through en- 
gaging in unprofitable trade and commerce, in which it was 
never intended to engage? 

Lawyers, as a profession, revere their government because 
they know that it is through government, alone, that liberty 
and law are realized. 

We submit our profession should be as alert to help restrain 
the government from the exercise of unwaranted powers as it is 
to defend it in the attainment of its constitutional functions. 

It is in accordance with this obligation that we insist that 
the government should not engage in either domestic or foreign 
commerce in competition with its citizens. 


CHANGES IN AIRPLANE SCHEDULES 


A number of changes, effective January 15, have been an- 
nounced in schedules of planes of Trans-American Air Lines 
Corporation operating between Chicago, South Bend, Detroit, 
Toledo and Cleveland. All of the company’s planes carry air 
express, with the ground service being supplied by Western 
Union Telegraph Company. 


AIR TRAFFIC 


Scheduled air lines operating in continental United States 
carried 30,117 passengers in November, according to reports 
from 31 of the 37 companies operating, says the aeronautics 
branch of the Department of Commerce. 

Miles flown by the scheduled air lines reporting for the 
month were 3,311,368; express carried was 80,876 pounds, and 
passenger miles flown were 6,845,092. 

For the five months ended with November, according to 
cumulative figures covering most of the operating companies, 
there were 264,931 pasengers carried; 460,079 pounds of express 
carried; 20,298,876 miles flown, and 58,039,035 passenger miles 
flown. 


NEW AIR SERVICE 


A direct air mail-passenger-express service, effective Janu- 
ary 16, from Chicago to Sioux City, Sioux Falls and Watertown, 
South Dakota, via Omaha, has been announced by United Air 
Lines. The fares are to be equivalent to rail plus Pullman rates 
and include meals. One of the schedules permits passengers 
to leave Chicago at midnight and have breakfast in Omaha, 
Sioux City, or Sioux Falls, and arrive in Watertown consider- 
ably before luncheon time, with a corresponding saving in time 
on the return trip. 

One immediate effect of the reduction of all United Air 
Lines’ plane fares to approximately rail plus Pullman, with an 
additional discount of ten per cent for round trips, has been 
a sharp increase in travel, according to Stanley Knauss, general 
traffic manager. New York-Cleveland-Chicago. planes have been 
running near capacity under the new rates, it is stated. 


AIR PARCEL EXPRESS 


An initial unit of the first exclusive air parcel express sys- 
tem in the United States has been established between Chicago 
and Cincinnati, by Century Air Lines, a division of Cord Cor- 
poration, L. B. Manning, executive vice-president, has announced. 
Operation began January 13. 
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Regular tri-motored Century Air Liners will be loaded 
capacity with packages from the Chicago Mail Order Company 
and dispatched, non-stop, to Lunken Airport at Cincinnati. 4, 
an inaugural ceremony, Postmaster A. L. Behymer, and Edgar 
Dow Gilman, director of public utilities, and A. B. Wunde 
superintendent of Lunken Airport, officially received the firy 
parcel post packages forwarded by air express and placed they 
in the mails for distribution via parcel post. Express plane, 
will be flown over this route daily. 

“This system of transporting large numbers of mail orde 
parcels by air express to a central mailing point in a single 
shipment has been under consideration for some time,’ sajq 
E. M. Schnadig, president of the Chicago Mail Order Company, 
“Continuing our policy of improving service for mail order cop. 
sumers by reducing the delivery time on parcels, we have, jp 
collaboration with the Century Air Lines, inaugurated this higp. 
speed air express service to Cincinnati, as a distributing point, 
As rapidly as possible, we will expand this service into a net. 
work reaching the major mail distribution points of the country,” 


LIGHTED AIRWAY BETWEEN ALBANY AND BOSTON 


Establishment of a lighted airway to extend from Albany, 
N. Y., to Boston, via Springfield, Mass., has been recommended 
and authorized by the interdepartmental committee on civil 
airways, according to Clarence M. Young, Assistant Secretary 
of Commerce for Aeronautics. 

“Engineers of the Airways Division of the Aeronautics 
Branch shortly will undertake a survey of the route to deter. 
mine the location of beacon lights and intermediate landing 
fields,’ said he. “Owing to the winter weather in the general 
area through which the airway is to pass, the survey and sub- 
sequent construction operations may not be accomplished as 
rapidly as under more favorable weather conditions for this 
type of work. Therefore, it appears that the construction work 
will not be completed before late summer. 

“A total of 121 miles of airways will be built to connect 
Albany, Springfield and Boston. This project completes the allo- 
cation of lighted airway mileage for the current fiscal year.” 

The interdepartmental committee on civil airways is com- 
posed of three representatives each of the Post Office and Conm- 
merce departments. This committee determines the detailed 
locations of airways after Congress has authorized and provided 
for general routes to be developed. The Post Office Department 
has awarded an air mail contract service between Albany, 
Springfield and Boston, but as it involves night flying, opera- 
tions have been withheld pending longer days and the eventual 
establishment of lighting facilities. 


AIRPORTS AND LANDING FIELDS 


There were 311 more airports and landing fields in the 
United States on January 1, 1932, than there were on the cor- 
responding date in 1931, according to a report prepared by the 
aeronautics branch of the Department of Commerce. 

On January 1, 1931, there were 1,782 municipal, commercial, 
intermediate, auxiliary, army, navy and miscellaneous govern- 
ment, private and state airports and landing fields, while on 
January 1, 1932, there were 2,093 such landing facilities. 

California led all other states in the number of airports 
and landing fields, having a total of 175, while Texas was second 
with 141. Pennsylvania, with 103, occupied third place. Cali- 
fornia, aside from having the largest total, also had the largest 
number of municipal airports, 59. Pennsylvania led in number 
of commercial airports with 67. Alaska had the largest number 
of auxiliary fields, 62. 

The list compiled by the aeronautics branch shows that on 
January 1, 1932, there were 636 municipal, 673 commercial, 404 
intermediate, 300 auxiliary, 54 army, 13 navy and 13 miscel- 
laneous airports and landing fields. On January 1, 1931, there 
were 550 municipal, 564 commercial, 354 intermediate, 240 aux 
iliary, 53 army, 14 navy, and 7 miscellaneous airports and land- 
ing fields. Of the total number of airports and landing fields 
the largest increase has occurred in the number of commercial 
airports. There were 673 of these on January 1, 1932, while on 
that date a year before there were 564. 

Those fields established by cities and towns are classified 
as municipal, and those established by private, commercial it- 
terests are classed as commercial airports. Intermediate land- 
ing fields are established and maintained by the Department of 
Commerce on the federal airways, and are marked for both 
day and night identification from the air. 








HEARING ON SECTION 15A BILLS 


The House committee on interstate and foreign commerce 
will begin hearings on the bills (H. R. 7116 and H. R. 711%), 
introduced by Chairman Rayburn, embodying substitutes for 
section 15a of the interstate commerce act, January 19. (See 
Traffic World, January 9, p. 74, “Substitutes for Section 15A.”) 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. | 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Newspaper—Advertising 


South Dakota.—Question: If consistent, I would like your 
opinion on whether or not a daily newspaper is within their legal 
rights in refusing to accept advertising matter from peddler car 
operators who desire to use a newspaper as a medium for 
advertising their wares. 

Answer: In Freidenberg vs. Tunica Publishing Co., Ltd., 
170 La. 3, 127 Sou. 345, the court said: 


The weight of authority is that the publishing of a newspaper 
is a strictly private enterprise, and the publishers thereof are free 
to contract and deal or refuse to contract and deal with whom they 
please. Mack vs. Costello, 32 S. D. 511, 143 N. W. 950; Common- 
wealth vs. Boston Transcript Co., 249 Mass. 477, 144 N. E. 400; Journal 
of Commerce Publishing Co. vs. Tribune Co. (C. C. C. A.) 286 Fed. 
111. And at any rate, it is for the legislature, and not for the courts, 
to declare that a business has become impressed with a public use. 
6 P. C. L. 227, section 219. 

There is, however, one case holding the contrary doctrine, to wit., 
Uhlman vs. Sherman, 22 Ohio N. P. (U. S.) 225. But we prefer to 
follow the weight of authority. 


Tariff Interpretation—Application of Section 1 of Rule 15 of 
Classification 


New Jersey.—Question: I have been interested in the cor- 
rect application of section 1, rule 15, of the Consolidated Clas- 
sification, and have read with interest your answer on page 1132 
of the issue dated November 21, under District of Columbia. 
The facts in the instant case apply to a shipment of furniture, 
the minimum carload weight of which is 10,000 pounds, the 
actual weight of which was 6,500 pounds. The shipper ordered 
a 36-foot car, but a 40-foot car was furnished for carrier’s con- 
venience, and the 36-foot minimum carload weight of 10,000 
pounds was used for billing. 

The shippers state that the 6,500 pounds of this particular 
furniture would have filled a 36-foot car to its visible capacity 
and I am inclined to believe that the intention of section 1 of 
rule 15 is, in a case of this kind, to require the assessment of 
freight charges on either the 10,000 pounds at the carload rate 
or 6,500 pounds at the less-carload rate, whichever basis would 
provide the lowest freight charge. You will note that section 
1 reads, “except as provided in sections 2 and 3,” and these 
two sections do not appear to change the interpretation of sec- 
tion 1 in the case at issue. 

The carrier contends that the carload basis is the proper 
one to be used and relies in part on rule 6, which requires a 
less-than-carload shipment to carry marks on the various pack- 
ages, but it should be remembered that the shipment in ques- 
tion was offered as a carload shipment, and this would appear 
to exempt the packages from marking. If section 1 of rule 
15 cannot be applied to this case it would be interesting to 
know under what condition it could be used. If the Commission 
has ruled upon this particular set of facts, I would thank you 
to mention the cases and reasoning used therein. 

Answer: We are unable to locate a decision of the Com- 
mission dealing with this question. However, it is our opinion 
that where a longer car is furnished in lieu of a shorter car 
which is ordered, and the shipment would have filled the shorter 
car, the provisions of section 1 of rule 15 are applicable and 
the charge on the shipment should not exceed the charge for 
the same lot of freight if taken as a less-than-carload shipment. 
See, in this connection, the Commission’s decision in James 
Manufacturing Co. vs. C. & N. W. Ry. Co., 147 I. C. C. 271. 


Tariff Interpretation—Routing—Fourth Section Violation 


Pennsylvania.—Question: Under date of December 8, 1930, 
we shipped a car of Christmas trees from Bethel, Vt., to Cleve- 
land, O., via C. V., G. T., Nickel Plate. After the car arrived 
at Cleveland, but before placement, it was reconsigned to 
Pittsburgh, Pa., via P. R. R. at Cleveland. The carriers col- 
lected charges on the basis of 40 cents per cwt. to Cleveland 
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and 21% cents per cwt. from Cleveland to Pittsburgh. We 4, 
claim for overcharge based on the 40-cent rate to Clevelang 
the reconsigning point, as a maximum rate for the Movement 
through to Pittsburgh. 

On page 291 of Van Ummerson’s I. C. C. No. 49, the rate 
from C. V. stations to Pittsburgh, Pa. (P. R. R. index 62525) i, 
shown as applying via route “I.” Route “I,” as explained ‘op 
page 291, is via “St. Johns, Quebec, C. N., G. T. Rys., Buffaly 
Black Rock, or Suspension Bridge and Connections.” The P 
R. R. declined our claim, stating that the route was undyly 
circuitous. We resubmitted the case and called attention t) 
decision of the Commission in No. 16911, Kyoleum Company 
vs. Director-General, 104 I. C. C. 1. The complainant in thi 
case contended that the rate from St. Louis to Pittsburgh ap. 
plied via Chicago and St. Catherines, although the route yj 
those junctions was 506 miles longer than the route of the 
P. R. R. from St. Louis. The Commission ruled that the rate 
from St. Louis applied to Pittsburgh, via the route shipment 
moved. 

The P. R. R. then stated that our interpretation of the 
tariff involved a fourth section violation not permitted by law 
under the recent decision of the United States Supreme Court 
in Great Northern Ry. Co. vs. Delmar Company, 283 Supreme 
Court 686. This decision was reviewed in your issue of May 
30, 1931. 

Will you please refer us to any court decision or rulings 
of the Commission that will uphold the validity of our claim? 

Answer: Under the decision of the Supreme Court of the 
United States in Great Northern Ry. Co. vs. Delmar Company, 
283 U. S. 686, notwithstanding that a tariff does not specifically 
restrict the application of rates in the tariff via certain routes, 
a rate will not apply to a given destination via a route the 
application of which would result in a violation of the long-and. 
short-haul provision of section 4 of the interstate commerce act, 
See Dale Oil Refining Co. vs. C. G. W. R. Co., 177 I. C. C. 154, 
in which case the Commission said: 


Following our previous decisions wherein we had found that in 
the absence of specific routing restrictions in the tariff in connection 
with the rates therein, such rates were applicable over all routes 
which were not unreasonably circuitous, the majority of the division 
found that the joint through rate to Chicago applied over the longer 
route via Milwaukee. This construction would, however, occasion 
a violation of the long-and-short-haul provision of section 4 of the 
interstate commerce act in view of the rate of 33.5 cents applying to 
Milwaukee, an intermediate point on the route to Chicago. Under a 
substantially similar state of facts the Supreme Court in Gt. North- 
ern Ry. Co. vs. Delmar Co., 283 U. S. 686, decided May 25, 1931, held 
that the tariff should be construed so that the through rate to final 
destination did not apply over the longer route if to do so would 
occasion a fourth-section violation. 

In view of the above decision we find that the joint through rate 
to Chicago did not apply via Milwaukee, and that the rate charged 
was : ee The finding in the previous report is accordingly re- 
versed. 


As you will observe, the views of the Commission, as set 
forth in the case to which you refer, i. e., Kyoleum Co. vs. Di- 
rector-General, 104 I. C. C. 1, have been modified by the decision 
of the Supreme Court in the Delmar case, above cited. 


Liability of Carrier for Loss of Coal Resulting from Door Drop- 
ping While Car Being Handled by Shipper 


Ohio.—Question: Will you kindly give us your opinion as 
to carriers’ liability in the following case: 

A car placed for loading at a coal mine by a carrier was 
inspected by the shipper and was apparently found to be in 
good order. 

After loading had been completed, the car was dropped from 
the tipple by the coal company’s employes and coupled to other 
loads on the track below the tipple. 

An affidavit submitted by the coal company’s superintendent 
states that when the car bumped into the other loads, one door 
came down (apparently due to defective loading mechanism), 
causing the loss of coal. 


The carrier has declined a claim on the ground that the 
loss was caused by the coal company’s employes, inasmuch as 
the car was being handled by them and was not in the carrier's 
possession when the loss occurred. 

If you can quote us any decisions applicable, we will greatly 
appreciate it. 

Answer: We have been unable to locate decisions of the 
courts specifically in point, but in our cpinion the principles 
of the decisions in American Lead Pencil Co. vs. N. C. & St. L. 
Ry. Co., 134 S. W. 613, and Kassel Poultry Co. vs. Pa. R. R. Co., 
145 Atl. 316, depending upon a determination of the facts in 
the instant case, are applicable. In the first case the court held 
that where a carload of freight when burned was standing on 
an industrial switch leading to the shipper’s warehouse, and 
the fire was started by a coal oil stove in the office of the ware- 
house being turned over by one of the shipper’s emplyoes, firing 
the warehouse, from which the flames spread to the car, destroy- 
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ing the contents, the act of the shipper’s employe in starting 
the fire was the proximate cause of the loss of the car, it then 
being in the possession of the shipper and not of the carrier; 
that even in cases where the relationship of common carrier 
does exist, a common carrier is not liable for the loss of goods 
caused by the shipper’s act whether it be one of negligence or 
accident. 

In the latter case it was held that in the absence of special 
contract to the contrary a common carrier is liable for all loss 
of goods received for carriage, not caused by the act of God, 
the public enemy or the shipper, from which it can be exon- 
erated by showing want of negligence; that the shipper of tur- 
keys accompanied the shipment and placed his own locks on 
the door of the car, and that the carrier used a high degree 
of care in protecting the shipment from theft does not relieve 
the carrier from liability for loss of goods by theft not shown 
to have been caused by the act or default of the shipper or his 
agent. 

Routing and Misrouting—Steamship Lines 

New York.—Question: On October 14, 1931, a shipment for 
West Palm Beach, Fla., was delivered to the Clyde Steamship 
Line, pier 36, North River, New York City. No other routing 
was specified on the bill of lading other than Clyde, but we 
understand that they delivered the shipment to the consignee 
via the F. E. C. Railway. The consignee complains of the rates 
charged, stating that the Merchants and Miners Transportation 
Company would have handled the shipment cheaper. 

The Clyde Steamship Lines have through rate filed with 
the Shipping Board in connection with the F. E. C. Railway, 
consequently they will not have the M. & M. T. Company handle 
any shipments going to West Palm Beach, unless so specified 
on the bill of lading. 

Now the question is, is there any basis for a claim covering 
the difference in rates between the F. E. C. and the M. & M. T. 
Company? Will you kindly advise us about this? 

Answer: While as to common carriers subject to the inter- 
state commerce act it is the duty of the initial carrier to for- 
ward a shipment by the cheapest route, as to carriers not sub- 
ject to the interstate commerce act the general rule is that, 
when no special instructions are given and assented to as to 
routes, the initial carrier may select the route or use that com- 
monly employed by it to the destination named, and the ab- 
sence of special instructions given and acceded to amounts to 
an assent that the carrier’s usual course of business may be 
followed, and that it may designate the route as its convenience 
may suggest. Patten vs. Union Pacific R. Co., 29 Fed. 590; 
Edwards vs. American Express Co., 109 Me. 444, 84 Atl. 987, 
and Johnson vs. New York Cent. R. Co., 33 N. Y. 610, 88 AmD. 
416. 

This rule is, however, subject to the apparent limitation 
that the carrier, in selecting the route, must have due regard 
to the rights and the interests of the shipper, and must exercise 
its option of selecting a route so that it will not work to the 
disadvantage of the shipper, unless under circumstances which 
require it. 

In Stewart vs. Comer, 28 S. E. 461, it was held that if the 
carrier should adopt a mode of transportation which would in- 
volve the payment of a higher rate of freight rather than a 
lower one he must show, in order to justify his act, either that 
he asked for and obtained directions from the shipper or con- 
signee to employ the more expensive mode or that because of 
his inability to procure the means of shipment by the cheaper 
mode, it was reasonably necessary, in view of the exigencies of 
the particular case, to resort to the other and more expensive 
mode. 

There is a paucity of cases dealing with this question. 


Tariff Interpretation—Shipper’s Description of Article Deter- 
mines Basis for Transportation Charges 


Utah.—Question: Transcontinental Tariffs Nos. 1 and 4 Se- 
ries, also Sedgman’s Tariff No. 27 Series, naming all-rail and 
water-and-rail rates from Atlantic Seaboard territory to west 
coast destinations, publish commodity rates on medicinal oils. 

The question is raised as to just what is medicinal oil, and 
who should determine whether the rate should or should not 
be applied to a certain commodity. We do not believe the 
classification committees should rule on the matter, as they 
have jurisdiction over class rates only. 

Olive oil is used both as an article of food and for medicinal 
purposes. In your opinion, would there be anything to prohibit 
the application of the commodity rate to shipments of olive 
oil? Does the use for which an article is intended have any 
bearing on the application of its rate? 

Answer: A Classification Committee is an agency of the 
railroads. In Newton Gum Company vs. C. B. & Q. R. R. Co., 
16 I. C. C. 341, the Commission said: 
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This Commission has long since repudiated the suggestion , 
railroad officials may_be looked to_as authority for the construct! 
of their tariffs (see Hurlburt vs. Lake Shore & Michigan Southern 
Ry. Co., 2 I. C. C. Rep. 122). We quote from Judge Cooley’s opinisn 
in that case: ™ 

“A classification sheet is put before the public for its informat; 
It is supposed to be expressed in plain terms, so that the ordinas 
business man can understand it, and, in connection with the ray 
sheets, can determine for himself what he can be lawfully charged 
for transportation. The committee who prepared this classificatis 
have no more authority in construction than anybody else, ang thee 
must leave the document, after they have given it to the public 4 
speak for itself.’’ ie 


As to the use of an article determining the rate to appy 
the Commission, in Hyman-Michaels Co. vs. N. & W. Ry, (o. 
126 I. C. C. 195, said: 


It is well settled that to come within the above tariff description 
the articles may not be shipped in their original form, but must be 
reduced to fragments, scraps or pieces so as to render them uSelesg 
for any purpose other than remelting. It is the nature of the article 
shipped, not the price at which it is sold, the use to which it is put 
or the commercial demand that determines whether the rate on 
scrap iron and steel applies. Alaska Junk Co. vs. S. P. & . Ry 
Co., 98 I. C. C. 551; Simon vs. S. Ry. Co., 102 I. C. C. 325 and Rich. 
mond Radiator Co. vs. C. & N. W.*Ry. Co., 115 I. C. C. 743, 


In Mead Johnson Co, vs. A. C. L. R. Co., 168 I. C. C. 157, the 
Commission said: 


This Commission has held in a number of decisions that the map. 
facturer’s description of a commodity for sales purposes also fixes jts 
identity for transportation purposes. If a manufacturer finds jt 
advantageous to describe his product in a manner calculated to 
give purchasers the impression that it is a different and higher. 
grade article than it actually is, he can not consistently complain 
if the carriers accept that description as a basis for the assessment 
of freight charges. Andrews Soap Co. vs. P. C. & St. L. Ry. Co, } 
41. C. C. 41; Glidden Co. vs. Akron, C. & Y. Ry. Co., 131.4 ¢ 
684. We find that Dextri-Maltose is properly classified under the 


southern and official classification as prepared food, not otherwise | 


indexed by name. 


Liability *.r Use of False Point of Origin on Bill of Lading 


New Jersey.—Question: 
regarding the correctness of our bills of lading. We make ship. 
ments from A and B, N. J., and C, N. Y., via the X Railroad, 
as well as other carriers operating from C.- You will notice 
that the inclosed memorandum is issued to the X Railroad Com. 
pany and is dated at A, Jan. 4. Our reason for not erasing 
A and substituting C is because our present method expedites 
the payment of charges of prepaid shipments. 

Will you kindly advise if there is anything illegal with ref- 
erence to the issuing of bills of lading such as the attached? 

Answer: In Coal and Oil Investigation, 31 I. C. C. 193, the 
Commission, on page 237, said: 


Some of the O’Gara Coal Company’s mines are located at El- 
dorado, 8 miles north of Harrisburg. The product of the mines at 
Harrisburg has a better trade reputation and is more in demand than 
that produced by the mines farther north in the district. For the 
purpose of cancealing from customers the fact that their orders were 
being filled with Eldorado coal, the O’Gara Coal Company prevailed 
upon the Big Four to bill O’Gara’s Eldorado shipments in such form 
as to indicate to the consignees of such shipments that the coal had 
come from Harrisburg. It is significant that the Big Four discontinued 
this practice immediately upon learning that the Commission was 
aware of it. This matter was referred to the Department of Justice, 
with the result that indictments were returned against the carrier 
for granting a discrimination in violation of the Elkins act. 
Big Four recently pleaded nolo contenders to this charge and paid 
a fine of $3,000. 


Unless the result is the receiving of a discrimination within 
the purview of the Elkins act, or the obtaining of transportation 
for property at less than the regular rates established and in 
force, within the purview of section 10 of the act, the practice 
you describe is apparently not an illegal one, but is one which 
at least is irregular and likely to result in confusion. 


Demurrage—Assignment of Railroad Track {or Individual Use 
of Shipper—Manner of 


Texas.—Question: Will you please refer to note 2, section 
D, rule 3, item 45, of B. T. Jones’ Freight Tariff No. 4-L, I. C. ¢. 
No. 2400, which reads as follows: 


Any railroad track or portion thereof assigned for individual use 
will be treated as “‘other-than-public-delivery track.”’ 


Is it necessary this assignment be in the form of a lease, 
written agreement or thoroughly covered by correspondence be- 
fore a portion of track will be considered as “other-than-public- 
delivery track?” 

Answer: The demurrage tariff contains no provisions des- 
ignating the manner of assigning a track such as that refer 
to in Note 2, section D, of rule 3. 

Apparently the manner in which the assignment is made is 
not of any moment, so long as there is evidence of the turning 
over of a designated track to the use of a shipper. See Wood- 


The question has recently arisen © 
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cock Co. vs. A. C. L. R. R. Co., 136 I. C. C. 419, which relates to 
an oral agreement for the assignment of a track. 


Notice of Claim—Condition Precedent to Recovery of Damages 
South Carolina.—Question: We would greatly appreciate 


your opinion on the following: 

A bill of lading was issued by A Railroad in Alabama for 
a shipment of two bales of cotton piece goods on September 5, 
1929, consigned to a bleachery in South Carolina, to be bleached 
and reshipped for account of the shippers. The delivering car- 
rier made delivery of one bale on September 11, making notation 
on freight bill to the effect that one bale checked short, and 
on October 30, 1929, the delivering line’s agent advised the 
consignee to file claim for shortage of one bale. However, the 
consignee failed to file claim or notify the consignor until April 
10, 1930, at which time the consignee notified the shippers and 
asked that they enter claim with the originating carrier. A 
claim for the one bale was presented to the originating carrier 
by the consignor April 16, 1930, which claim was declined No- 
vember 22, due to the fact that the six-month period had elapsed 
before written claim was presented. 

It would appear that a similar case was decided in Davis, 
Agent, vs. Oswald and Taube (Ohio, 1925), 149 N. E. 861. 

Answer: While it has been held that a shipper’s failure to 
make a claim for damages within a period of six months, as 
required by the provisions of the bill of lading, does not pre- 
clude recovery, Where claim was promptly made after discover- 
ing the failure of the carrier to make proper delivery (C. & O. 
Ry. Co. vs. Martin, 143 S. E. 629; Davis vs. Oswald and Taube, 
149 S. E. 861), the cases so holding are few in number, it 
being very generally held that the filing of a claim, as required 
by the bill of lading, is a condition precedent to recovery. See 
Watts vs. Southern Ry. Co., 138 S. E. 290; certiorari denied, 
47 S. Ct. 764; Wholesale Coal Co. vs. C. & O. Ry. Co., 144 S. E. 
715; Farmers’ Grain and Supply Co. vs. A. T. & S. F. Ry. Co., 
242 Pac. 151; American Railway Express Co. vs. The Fashion 
Shop, 10 Fed. (2d) 909. 

In Douglas Shoe Co. vs. Pere Marquette Ry. Co., 217 N. W. 
12, it was held that the carrier’s knowledge of loss of shipment 
does not excuse filing of claim required by the bill of lading, 
regardless of whether such knowledge would render giving 
notice unnecessary, since “notice,” which is to give carrier op- 
portunity to promptly investigate, and “filing of claim,’ which 
is a demand for specified damages which carrier may allow or 
disallow before suit can be brought, are distinguished in Trans- 
portation Act, 1920 (41 Stat. 456). 


The decision of the Supreme Court of the United States in 
G. F. & A. Ry. Co. vs. Blish Milling Co., 241 U. S. 190, 36 S. Ct. 
Rep. 541, is the basis of the decision in the case first cited 
above, and that case is also cited in Davis vs. John L. Roper 
Lumber Co., 269 U. S. 158, 48 S. Ct. Rep. 28, holding that there 
is nothing in the statutory provisions to excuse a failure to 
make claim within the time specified in the shipping contract. 

That the filing of a claim within the six months’ period pro- 
vided tor in paragraph B, of section 2, of the Uniform Bill of 
Lading Contract Terms and Conditions, is a condition precedent 
to the filing of suit, except under certain conditions, is the basis 
of the decisions of the Supreme Court of the United States in 
Barrett vs. Van Pelt, 268 U. S. 85, 45 S. Ct. Rep. 437, and C. & O. 
vs. Thompson Manufacturing Co., 270 U. S. 416, 46 S. Ct. Rep. 
318. 


With respect to claims of the class covered by the provi- 
sions of paragraph B, of section 2, of the Uniform Bill of Lading, 
as this provision has been construed by the Supreme Court in 
the above referred to case, unless a claim or notice of claim 
is filed within the stipulated time, the shipper must prove neg- 
ligence on the part of the carrier, which is not the case where 
a claim or notice of claim is filed within the stipulated time. 


Perishables—Liability of Carrier for Injury Thereto 


Illinois —Question: We have a claim against carrier X in- 
volving the question of frost damage to a shipment of onions 
moving under standard ventilation in a territory where there 
is no C. P. S. This particular car was shipped from A, N. Y., 
on November 26, 1929, to B, Ind., routed carrier X all the way. 
The car was inspected at C, Pa., at 5 p. m. on the 27th, at which 
time the outside temperature was 34 degrees above zero. The 
vents were open when the car departed at 9 p. m. on the same 
day. 

On the 28th, at 7 a. m., the car was again inspected at D, Ohio, 
at which time the carriers closed the vents, the outside tem- 
perature being 4 degrees above zero. Car arrived at B on the 
evening of the 29th and was broken by the consignee on the 
morning of December 2, at which time 100 sacks of onions 
checked out 60 per cent frozen. 

Carriers admit that the freezing probably occurred between 
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C and D, but defend failure to close vents on the ground tha 
they are not responsible for the manipulation of vents ang Dlugs 
between inspection points. The time between the two inspee. 
tion points is approximately 36 hours. 

We would appreciate your giving the above case your con. 
sideration and advising us of your opinion, and giving us ref. 
erence to similar cases that have been decided by the cour 

Answer: While, in general, it is the duty of a common car. 
rier to provide and furnish all reasonable and necessary fagjjj. 
ties for the prompt transportation of such goods as it holds 
itself out to the public as engaged in carrying, in such quantj. 
ties as might reasonably and ordinarily be expected to be 
offered for carriage, and to exercise such care as is required 
to protect the goods from loss or damage during transportation 
the decisions of the courts with respect to the liability of , 
carrier for freezing of perishable goods received for transporta. 
tion are not at all uniform. Certain decisions hold that the 
carrier is liable where goods are frozen owing to its negligence 
either in shipping at a season of the year when a freezing gpelj 
might reasonably be anticipated, or in not taking care of the 
shipment during freezing weather. Hewett vs. Chicago, ete, 
R. Co., 63 Iowa 611; Fox vs. Boston, etc., R. Co., 19 N. E. 299 
(Mass.); McGraw vs. Baltimore, etc., R. Co., 41 Amer. Rep. 696: 
Milton vs. Denver, etc., R. Co., 29 Pac. 22 (Colo.); Nelson % 
Co. vs. C. & N. W. Ry. (Neb.), 167 N. W. 574. 

Other cases, however, hold that while freezing weather such 
as is likely to cause injury to freight, vegetables, fruit trees 
and like property, is not deemed an act of God, the carrier wil] 
not be liable for loss from such causes unless by some fault 
or negligence on his part. See Schwartz vs. Erie R. Co., 106 
S. W. 1188 (Ky.); White vs. Minneapolis, etc., R. Co., 127 N. W. 
544 (Minn.); Calender-Vanderhoff Co. vs. Chicago, etc., R. Co, 
109 N. W. 402. 

Another class of cases holds that a railroad by its contract 
to safely carry, does not insure perishable freight against the 
effect of temperature encountered by it during the period ordi- 
narily required by it for transportation unless the circumstances 
under which the contract of carriage is made are such as imply 
an undertaking to that extent on the part of the carrier, or 
that there are tariff provisions which specifically authorize such 
a contract of carriage. See Brenninson vs. Penna. R. Co., 110 
N. W. 262 (Minn.); Pac. Fruit Produce Co. vs. Mo. Pac., 186 
Pac. 852 (Wash.); Clements vs. D. & R. G., 219 S. W. 660, and 
W. H. Blodget Co. vs. N. Y. C. R. Co,, 159 N. E. 45. 

A comprehensive statement of the law relating to the lia- 
bility of carriers for injury to perishable goods, under one of 
the more recent cases, is contained in the case last referred to 
above. 





COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Aubrey Leonard Ashby, New York, N. Y.; Frank 
J. Balaz, Chicago, Ill.; Vincent Curtis Baldwin, Chicago, III; 
Ramond J. Burley, San Francisco, Calif.; Robert L. Church, 
Cape Girardeau, Mo.; Frank S. Clay, Portland, Ore.; F. M. Davin, 
Louisville, Ky.; William E. Davis, Washington, D. C.; G. B. 
Graff, Los Angeles, Calif.; Philip J. Hennessey, Jr., New York, 
N. Y.; Julian Martin King, Kansas City, Mo.; Elmer E. Kohlwes, 
St. Louis, Mo.; Mark McMahon, Fort Worth, Tex.; James An- 
drew Miller, San Francisco, Calif.; Frank O’Hair, Paris, IIl.; 
J. J. O’Hearne, Helena, Ark.; Frank E. Randall, Omaha, Neb.; 
M. C. Richards, Etna, Pa.; Bird M. Robinson, Washington, 
D. C.; J. Carl Sheil, Lansing, Mich.; E. L. Spath, St. Louis, Mo.; 
William Stanley, Newton, Ia.; W. W. Thompson, Lake Charles, 
La.; Horace A. Wheaton, Austin, Tex. 


NEW JERSEY TRAFFIC LEAGUE 


The New Jersey Industrial Traffic League has elected the 
following officers: President, Milton P. Bauman; vice-president, 
W. W. Weller; secretary, O. L. Chapin; treasurer, C. J. Fagg; 
directors (three years), W. A. Krahenbuh] and H. F. Suiter. 
The league meets at the Elks’ Club in Newark the last Thurs- 
day in each month. A communication from the secretary says 
that all industrial traffic men are invited. 


CLIMBING MADE EASY 


In an effort to popularize upper berths, the Chicago & 
North Western has provided individual ladders in two cars of 
the “North Western Limited,” running between Chicago and 
the Twin Cities. A specially designed folding ladder is attached 
by the porter at the time the berth is made up, so that “George’s” 
assistance or that of the portable ladder is not needed to get 
the non-acrobatic passenger to and from his bed. If the indi- 
vidual ladders serve their purpose satisfactorily, their use will 
be extended, it is stated. 
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INVESTIGATE 
THIS INLAND 
PORT NOW! 


California's new Inland Port—Stockton 
—will be completed by the fall of 1932. 


This project, located in the heart of one 
of the world’s richest valleys with un- 
limited natural advantages, is worthy of 
your most serious consideration. 


Get the Facts About 


STOCKTON 


The Pacific’s Inland Port 
90 Miles to the Golden Gate 


Write for booklet giving details as to 
transportation, waterways, power, rate 
advantage, terminal facilities and popu- 
lation. 


Address 


Chamber of Commerce 


Director-of-the-Port 


STOCKTON, CALIFORNIA 
eA RAE 
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Personal Notes 





President Hoover has nominated Riley E. Elgen, of th 
Bureau of Valuation of the Commission, as a member of the 
Public Utilities Commission of the District of Columbia, for the 
unexpired term of Commissioner Harleigh H. Hartman, resigneg 

A. C. Johnson, formerly vice-president of the Chicago ang 
North Western, who retired from active service June 1, 199 
has been appointed special representative of that line, with 
headquarters in Rapid City. S. D. 

A. G. Garrett has been appointed general agent, Louisiana 
and Arkansas and the Louisiana, Arkansas and Texas Railway, 
at Detroit. 

William D. Stubbs has been appointed to the newly createg 
position of western traffic manager, Illinois Central, with heag. 
quarters at San Francisco. “Recognition of the Pacific coast 
as a factor of increasing importance in the commerce of the 
country” is assigned by the railroad as reason for the new pogi- 
tion. Mr. Stubbs has been in railroad traffic work on the Pacific 
coast for thirty-five years and has been the Illinois Central 
representative at Portland for twenty years. 

W. G. Degelow has been appointed assistant general traffic 
agent, St. Louis Southwestern, in charge of personnel and of. 
fice management, with headquarters at St. Louis. 

W. L. Higgins has been appointed district passenger agent, 
Wabash, at Little Rock, succeeding W. D. Wood, who died. 

P. E. Watson, Peublo, Colo., has been appointed general 
live stock agent, Missouri Pacific, with headquarters at Kansas 
City. He succeeds E. G. Popkess, who has been relieved from 
active duty, at his own request, after more than forty years of 
service, and appointed assistant general live stock agent, with 
headquarters at National Stock Yards, Ill. D. E. Horton, who 
has been traveling live stock agent at Peublo, will succeed Mr. 
Watson, with the title of general agent, freight and passenger 
departments, at Pueblo. G. T. Fergus, who has been assistant 
general live stock agent at Kansas City, has been made gen- 
eral manager of the stock yards at Prospect, Mo., and Pueblo, 
Colo. 

John E. Fiatley, city freight agent for the Milwaukee at 
Chicago for the last seven years, died at the Billings Memorial 
Hospital after a short illness January 11. He was 62 years old 
and was first employed by the Milwaukee in 1885, as a clerk, 
at Green Bay, Wis. 

Joseph E. Gathman has been appointed general agent, D. 
L. & W., at Portland, Ore. 

John H. McIntyre, formerly associated with A. L. Burbank 
and Company, at New York, has been named general freight 
agent for the States Marine Corporation, of New York and 
Texas. He was also formerly connected with the Blavan Line 
and was New York manager for other shipping interests. 





Doings of the Traffic Clubs 





The Traffic Club of Dallas held its first regular luncheon 
of the new year at the Adolphus Hotel January 11. A. L. Reed 
spoke on “Coordination of Motor Truck and Railroad Trans 
portation.” 





“Changing Conditions in the Transportation Field” was the 
subject of an address by J. R. Turney, vice-president, St. Louis 
Southwestern, at an open forum meeting of the Traffic Club of 
New York January 14. Rejuvenating management, adapting 
service to demand, cheapening transportation, and thawing rate 
structures were some of the suggestions he offered as essential 
to success of the railroads under changed conditions of com 
petition. “Let us overcome self-adoration of self-made manage 
ment and find a better way of filling vacancies than that of 
— up everybody one grade and hiring an office boy,” he 
urged. 





The annual election of the Indianapolis Traffic Club will be 
held at the Lincoln Hotel January 21. Dinner will be served. 
Two tickets of nominations have been presented, headed by 
Raymond Stoelting, Eli Lilly Company, and George Evans, 
Evans Milling Company, candidates for president. 





The Twin City Women’s Traffic Club has elected the ve 
lowing officers: President, Mrs. Kathryn W. Brooke, McClellan 
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PORT 
ALBANY 
Newest Inland 
North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 


Devaware & Hupson RR f 








Harbor—30 ft. deep with 1,000 ft. turning basin; 


143 miles from sea. 

Channel—27 ft. deep; in unobstructed tidal river. 
Docks—4,400 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 


Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 





Paper Company, Minneapolis; vice-president, Miss Alice Treherne 
C. M. St. P. &P., St. Paul; secretary, Miss Esther H. Curry, wa, 
bash Screen Door Company, Minneapolis; treasurer, Mrs. Agnes 
Hammerly, Hoberg Paper and Fibre Company, St. Paul; pyp. 
licity director, Miss Lillian E. Wilson, Universal Carloading anq 
Distributing Company, Minneapolis. 





The Motor City Traffic Club of Detroit announces the elec. 
tion of Harold Schulze, city freight and passenger agent of 
the Illinois Central System, as presi- 
dent for 1932. Mr. Schulze is one of 
the charter members of the club and, 
since its organization in 1925, there 
is no one who has given more time or 
effort to its work. He has been an 
officer almost since the club was organ- 
ized, first as secretary and treasurer, 
and for the last two years as vice- 
president. He was born in Detroit in 
1895. His traffic work extends over a 
twenty-year period, beginning as tariff 
compiler for the Michigan Central in 
Detroit in 1912. He served with dis- 
tinction in the World War, being a 
member of the 329th Field Artillery, 
which was decorated for bravery in 
action, distinguished by the capture of 
a number of prisoners without a single 
casualty. Except for a brief period in 
the traffic department of the Ford Mo- 
tor Company, Mr. Schulze has been with the Illinois Central 
System since his discharge from the army. 











“Grain and Milling Day” was observed by the Traffic Club 
of Minneapolis at the luncheon of the club at the Nicollet Hotel 
January 14. The program was sponsored by the grain and 
milling division of the club. M. R. Bowden, secretary of the 
Northwest Country Elevator Association, spoke on “Wheat.” 
A venison luncheon was served and entertainment was pro- 
vided by the M. & St. L. quartet. J. George Mann was toast- 
master. 

Stephen A. Cash, newly elected president of the Transporta- 
tion Club of Louisville, was born in Buffalo, N. Y., Nov. 19, 1896. 
As a boy he worked in a general store 
at Brocton, N. Y., while attending the 
graded schools at Brocton and Buf- 
falo, N. Y. He attended Columbia Uni- 
versity in 1916 and 1917, and in his 
spare time was connected with the 
Trans-Continental Freight Company, of 
New York City, now a division of the 
United States Freight Company. In 
May, 1918, he enlisted in the army and 
served until February, 1919, when he 
was discharged at Louisville, Ky. He 
then returned to New York with the 
Trans-Continental Freight Company, 
where he remained until January 14, 
1920, when he returned to Louisville to 
become traffic manager for B. F. Avery 
and Sons, Incorporated, which position 
he now holds. Steve, as he is known 
in the profession, immediately affili- 
ated himself with the Transportation 
Club of Louisville and has since been an enthusiastic traffic 
club worker. For three years he was secretary of the Louisville 
club; in 1930 he served as a member of the board of directors 
and was recently elevated to the presidency of his organization 
by a large majority. Other officers elected with Mr. Cash are: 
R. W. Rutledge, vice-president; C. E. Payne, treasurer; C. A. 
Bell, secretary; H. R. Smith, F. M. Davin, L. F. Dempf and E. B. 
Ditto, directors. W. H. Robinson, who was president in 1931, 
is also a member of the board of directors. 











“The Relation of Sports to Industry” will be the subject of 
an address by E. W. Cunningham, sports writer of the Boston 
Post, at a meeting of the Traffic Club of New England at the 
Copley-Plaza January 19. Dinner will be served and there will 
be entertainment. 





Captain Orion L. Davidson, commander of Headquarters 
Company, 3rd Infantry, Fort Snelling, told of his experience 
with the “Colored Man in France” at the weekly luncheon of 
the Transportation Club of St. Paul at the Hotel Lowry Jan- 
uary 12. The eleventh annual election will be held at the Hotel 
Lowry January 19. The nominating committee has placed three 

(Continued on page 156) 
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No. 24763. 


No. 24928. 


No. 24930. 









Sub. No. 1. 
Ss. F. et al. 
Unreasonable rates and ckarges, gasoline and other petroleum 


S. A. Minniear, Hudson, Colo., vs. A. T. & 


products, Enid, Okla., to Hudson, Colo. Asks reparation. 


No. 24763. Sub. No. 2. Farmers’ Cooperative Association, Chugwater, 


Wyo., vs. A. T. & S. F. et al. 

Unreasonable rates and charges, gasoline and other petroleum 
products, points in Texas and Oklahoma to Chugwater, Wyo. 
Asks rates and reparation. 


No. 24869, Sub. No. 2. Plymouth Rubber Co., Inc., Canton, Mass., vs. 


n1.%. B.S B.C Ob 
Unreasonable charges, clay, Graniteville, S. C., to Canton Junc- 
tion, Mass. Asks cease and desist order and reparation. 


No, 24912. Sub. No. 1. Lustig-Burgerhoff Co., Inc., et al., Scranton, Pa., 


vs. Pennsylvania et al. 
Unreasonable rates and charges, strawberries, points in Va., 
Md. and Del., to Scranton, Pa., and Elmira, N. Y. Ask reparation. 


No, 24927. Russ Market Co. et al., Eureka, Calif., vs. A. T. & S. F. 


et al. 
Unreasonable rates, feeder cattle, Snowflake, Ariz., to Fern- 
bridge, Calif., and between other points in Ariz. and Calif. Ask 
reparation. 
The Colorado Portland Cement Co., Denver, Colo., vs. A. 
T. & S. F. et al. 
Rates in violation sections 1 and 3, portland cement, Portland. 
Colo., to points in Kan., N. M. and other states. Manufacturers 
at points in Mo., Kan. and Tex. preferred. Asks rates. 


No. 24929. City of Marshall, Ill., vs. Pennsylvania et al. 


Unreasonable rates, coal, Brazil-Clinton and Linton-Sullivan 
groups in Ind., to Marshall, Ill. Asks rates and reparation. 
Northwestern Retail Coal Dealers’ Association, Minne- 
apolis, Minn., vs. C. M. St. P. & P. et al. 

Unreasonable rates and charges, bituminous coal, Roundup, and 
other Mont. points to points in the Dakotas. Asks rates and rep- 
aration. 


No. 24931. Minneapolis School Supply Co., Minneapolis, Minn., vs. B. 


R. & P. et al. 

Rates in violation sections 1 and 4, school chairs with table at- 
tachments, Rochester, N. Y., to Minneapolis, Minn., reconsigned 
to Minnesota Transfer, Minn. Asks cease and desist order and 
reparation. 


No. 24932. Richard O. Nabring, Indianapolis, Ind., vs. N. Y. C. et al. 


Rates and charges in violation sections 1 and 6, coal, Longacre, 
W. Va., to Munsey, Ind., reconsigned to Gas City, Ind. Asks rep- 
aration. 


No. 24933. The Western Purchasing Co. et al., El Paso, Tex., vs. M. 


P. et al. 


Rants your 
SHIPPING ROOM 

in the Heart of 
GREATER NEW YORK 


on 
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Unreasonable rates, coal tar oil, St. Louis, Mo., to El Paso 
Transfer, Tex. Ask rates and reparation. 
24934. Indiana Fibre Products Co., Marion, Ind., vs. M. P. et al. 
Rates _ in violation sections 1, 4 and 6, woodpulp or woodpulp 
board, Bastrop, Monroe and West Monroe, La., to Marion, Ind. 
Asks rates and reparation. 


- 24935. Puritan Oil Co., Inc., Rapid City, S. D., vs. C. B. & Q. 


et al. 

Unreasonable charges, lubricating oil, Minneapolis, Minn., to 
New Castle, Wyo,, and to Spearfish, S. D. Asks rates and repara- 
tion. 

24936. The O. A. Smith Agency, Inc., Cincinnati, O., vs. I. C. et al. 

Unreasonable rates, crude sand, with 2 per cent bituminous con- 
tent, Big Clifty, Ky., to Ironton, O., and to Milwaukee, Wis. Asks 
reparation. 

— W. M. Dutton & Sons Co., Hastings, Neb., vs. C. & N. W. 
et al. 

Unreasonable rates and charges, cooling boxes or refrigerators 
and cooling or freezing apparatus combined, Muskegon, Mich., to 
Hastings, Neb. Asks rates and minimum weights and reparation. 
24938. Haibach Brothers, Erie, Pa., vs. C. C. C. & St. L. et al. 

Unreasonable charges, hogs, in S. D. cars, Marion, O., to Erie, 
Pa. Asks reparation. 

24939. The Lagomarcino-Grupe Co. of Iowa, Burlington, Ia., vs. 
B. & O. et al. 

Unreasonable rates and charges, fresh peaches, southern Illinois 
points to Burlington and other Iowa points. Asks rates and rep- 
aration. 
aa Stacy Fruit Co., Eau Claire, Wis., vs. C. M. St. P. & P. 
et al. 

Charges in violation sections 1 and 4, apples, points in Ida. and 
Utah to Eau Claire, Wis. Asks reparation. 

24941. Dau, The House Furnisher, St. Louis, Mo., vs. I. C. et al. 

Charges in violation section 6, mixed furniture, Bradley, II, 
to St. Louis, Mo. Asks cease and desist order. 

24942. J. A. Fore, trading as the Carolina Lumber & Manufac- 
turing Co. et al., Charlotte, N. C., vs. Car. & N. W. et al. 

Charges in violation sections 1 and 6, lumber, Claremont, S. C., 
to Maiden, N. C., and from Greenwood, S. C., to Lincolnton, N. C. 
Ask reparation. 

24943. Wilbur H. Engle, Medford, N. J., vs. C. & N. W. et al. 

Rates in violation sections 1 and 6, livestock (principally milch 
cows), points in Wis. to Medford, N. J. Asks rates and reparation. 
24944. Republic Portland Cement Co., San Antonio, Tex., vs. Penn- 
sylvania et al. 

Rates in violation sections 1 and 3, iron and/or steel ———. 
balls and/or slugs, Greenville, Ill., to Longhorn, Tex., as compare 
with rates on other iron and steel articles. Asks rates and rep- 
aration. 

7 Muscle Shoals White Lime Co., Sheffield, Ala., vs. A. G. S. 
et al. 

Unreasonable rates, ratings and charges, lime, Denie, Ala., to 
points in Ark., La. and Tex. Asks rates and reparation. 

24947. Independent Silo Co., St. Paul, Minn., vs. C. B. & Q. et al. 

Charges in violation sections 1 and 4, silo blocks, Barr, Minn., 
to Provo, 8S. D. Asks reparation. 








“Orders taken by your salesmen 
today, will be delivered tomor- 
row. to the doors of your cus- 
tomers located in greater New 
York, Long Island, Westchester 


County. Hudson River Valley 





points as far north as Albany 
and Troy, northern and cen- 
tral New Jersey and Connee- 
tieut. Save money by consoli- 
dating L. C. L. shipments into 
earloads, consigned to us for 


immediate distribution. Un- 





exeelled warehousing facil- 


ities. Lowest Insurance rates.” 











PAGE 156 


DOINGS OF THE TRAFFIC CLUBS 


(Continued from page 154) 


tickets, each with a “platform,” in the field. Basil L.- Nelson, 
division purchasing agent, Northern States Power, heads the 
“Standpatters”; Stanley M. Low, traffic manager, Minnesota 
By-Products Coke Company, the “Revolutionists,” and P. A. 
Beckjord, vice-president, E. J. Stillwell Paper Company, the 
“Progressives.” 





At a meeting of the San Antonio Traffic Club at the Plaza 
Hotel January 11, Wylie Johnson, manager of the J. C. Penney 
Company, was the speaker. A monthly dinner dance and bridge 
party of the club will be given at the Casino Club January 16. 





The speaker at the fifth annual banquet of the Junior 
Traffic Club of Minneapolis at the Nicollet Hotel January 11 
was Municipal Judge Luther W. Youngdahl, whose subject was 
“Crime and Youth.” M. D. Harrington, treasurer of the club, 
presided and introduced the speaker. P. M. Fye, president, was 
in charge of the dinner and the entertainment program that 
followed. 





At a luncheon of the Birmingham Traffic and Transportation 
Club at the Hotel Tutwiler January 12 C. E. Bockus, president 
of the National Coal Association, New York, was the principal 
speaker. At a joint luncheon with the Chamber of Commerce 
January 15 General W. W. Atterbury, president of the Penn- 
sylvania, spoke on “Thoughts on Railroads and Business.” 





The Traffic Club of Atlanta held its tenth annual banquet 
and election at the Atlanta Athletic Club January 14. J. M. 
Fitzgerald, vice-chairman, Committee on Public Relations, East- 
ern Railroads, was the guest speaker. President Atterbury, of 
the Pennsylvania, and members of his staff, including J. L. 
Eysmans, vice-president, were also expected to be guests of the 
club. Dinner was served and there was an elaborate program 
of entertainment. 





In addition to Count Ernesto Russo, of Milan, Italy, humor- 
ist, previously announced, speakers at the sixth annual dinner 
of the Motor City Traffic Club of Detroit at the Hotel Statler 
January 18 will include Wilbur N. Brucker, governor of Michi- 
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gan, and Walter I. McKenzie, Detroit attorney. Kenneth 4 
Moore, assistant traffic manager of the National Automobile 
Chamber of Commerce, will be toastmaster. New officers yj 
be installed. They are: President, Harold Schulze, Illinois 
Central; first vice-president, Henry A. Doeren; second vice. 
president, Al Bruss; secretary-treasurer, W. J. Morden; assigt. 
ant secretary-treasurer, Alden Smauder. 





J. L. Lancaster, president of the Texas & Pacific, will pe 
the speaker at the sixth annual dinner of the Traffic Club of 
New Orleans at the Hotel Roosevelt January 16. S. S. Butler, 
general traffic manager, St. Louis-San Francisco, will be toagt. 
master. There will be a program of entertainment. 





Elisha Lee, vice-president of the Pennsylvania, described 
himself as “an incurable optimist on the railroads” in addregs. 
ing the New York Traffic Club at a dinner meeting at the York. 
towne Hotel January 12. He said that restoration of the rajj. 
roads “to their former position of leadership in the life anq 
commerce of America” would follow a revival of business ae. 
tivity. 





W. M. Taylor has been elected president of the Richmond 
Traffic Club and W. B. Lee has been elected secretary. 





At the annual meeting of the Traffic Club of Montreal at 
the Windsor Hotel the following officers were elected: Presi. 
dent, Claude C. Bonter, passenger traffic manager, Canada 
Steamship Lines; vice-president, Guy Tombs, president, Guy 
Toms Limited; secretary-treasurer, A. E. Elliott, traffic man. 
ager, Dominion Bridge Company; directors (membership), H. 
Bussiere, freight traffic representative, Canadian National Rail- 
ways; (social) J. C. Owens, Canadian freight and passenger 
agent, New York Central; (finance) A. O. Secord, division 
freight agent, Canadian Pacific; (publicity) F. J. McCann, mer- 
chandise service manager, Northern Electric Company. After 
the business of the meeting a buffet supper was served and a 
program of entertainment was presented. 





The next meeting of Pi Alpha Epsilon Fraternity will be 
held January 26 in the Mitten Memorial Hall. Edward Sirrine, 
transportation engineer of the Auto Car Company, will give a 
short talk on “Fact and Figures of Motor Car Operation.” John 
E. Riehm will discuss the Butterbaugh report on industrial 


SHIPS ENTERED AND CLEARED PORT HOUSTON LAST YEAR 


Compare this with 165 ships in 1920, when Port 
Houston was inaugurated and you have an 
increase of 2460% for the ten years—a record 
that has not been approached by any other major 


port of the country. 


WHEN SHIPPING COSTS MUST BE 


* 1930-1931 * 
Was Another 
* Record Season * 
for 
* HOUSTON * 


CUT TO THE BONE 


Ship through 


HOUSTON 


DIRECTOR of the PORT 


J. Russell Wait 
HOUSTON 


It was the only one 
of the country’s first 
dozen ports toregister 
gains in exports as 
well as in total volume 
of shipping. 


TEXAS 
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HERE IS 
Real Traffic Service 


1. A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time. 


2. A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informal 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and _ similar 
matters. 


3. A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 


4. A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 


5. An office in the city of Washington where you 


will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact 
it is part of every 
subscription for the 


TRAFFICWORL 


which is, in itself, the most com- 
plete and prompt traffic news 
service available. 


Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, II. 





The Traffic World 
> 
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NEW YORK TO OR FROM 


3 NEW ELECTRIC LINERS 


ALL 33,000 TONS IN SIZE 


S.S. CALIFORNIA 5S.S. VIRGINIA 
S.S. PENNSYLVANIA 


Itinerary: New York-Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 13 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. 


Proposed Sailing Dates 


Westbound Eastbound 
from New York SromSanFrancisco—*Los Angeles 





California . . Jan. + Mar. 5 Pennsylvania . Jan. 30; Mar. 12 
Virginia . . . Feb. 6; Mar.19 California . . Feb. 13; Mar. 26 
Pennsylvania . Feb. 20; Apr. 2 Virginia . . . Feb.27; Apr. 9 


and fortnightly thereafter 
*from Los Angeles 2nd day following 


fonama facifie line 


* ALL NEW STEAMERS * 
poppe cacy MERCANTILE MARINE COMPANY 
1 North River, New York City 1 Broadway, New York City 
Tel. D 4-5800 


Pier 

{West 28rd St.) Tel. CHelsea 38-6760 

Chicago, 180 North ~—y,% Boston, 563 Boylston 8t., Corey Square 
Philadelphia, Publie Ledger Bl: Baltimore, Baltimore Trust Bldg. 

San Franci Market * on 548 8. 


Fourth a. 


sco, 687 Angeles, 
Cleveland, 1000 Huron Rosd San Diego, 1030 


UNITED FRUIT COMPANY 


<i’: é a i) > Steamship Service <i as e : 
General Offices: One Federal St., Boston, Mass. 
FREIGHT AND PASSENGER SERVICE 


Between 
New York New Orleans 


Boston and San Francisco 


and 
Colombia, Costa Rica, Guatemala, 








Cuba, Jamaica, Panama, 
Honduras, British Honduras, Mexico, Nicaragua, Salvador. 


Weekly service with transhipment at Cristobal (Canal Zone) 


to West Coast Ports of Central ica, South America 
and Mexico at differential rates. Through bills of lading 
to all points. 

Shipments to El Salvador handled expeditiously via Puerto 
Barrios, Guatemala, and the International Railways of Cen- 
tral America. 


For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


1001 Fourth 8t., Pier 3, Nerth River, 321 St. Charles St., 
San Francisce, Cal. New Yerk, N. Y. New Orleans, La. 
Leng Wharf, 111 W. Washington 8t., 
Beston, Mass. Chicage, Ill. 
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traffic management. The following will discuss and present 
problems of the industrial traffic manager: Edward Tighe, 
Dreuding Brothers; George B. Street, Ajax Metal Company; 
S. Clair Stokley, Viscose Manufacturing Company; Charles 
Ramsey, Philadelphia Quartz Company; Charles W. Dewees, 
Electric Storage Battery Company. 





At a meeting of the Pacific Traffic Association at the Palace 
Hotel, San Francisco, January 12, John H. Coupin, general agent, 
Western Pacific, at Oakland, spoke on ‘‘Character Analysis.” A 
motion picture of construction work on the new Hudson River 
Bridge, similar to a type proposed to span Golden Gate, was 
shown, through courtesy of the John A. Roebling’s Sons Com- 
pany of California. Mrs. Estelle Gray-Lhevinne discussed trans- 
portation in Alaska. # 


| 





The eighteenth annual dinner of the Traffic and Transpor- 
tation Association of Pittsburgh will be held at the William 
Penn Hotel February 4. J. L. Eysmans, vice-president in charge 
of traffic, Pennsylvania, Philadelphia, will be the principal 
speaker. Charles M. Newcomb, humorist, of Delaware, O., will 
also speak and W. F. Morris, Jr., vice-president of the Weirton 
Steel Company, will be toastmaster. 

Clarence Darrow, Chicago attorney, will speak at the 
eighteenth annual dinner of the Traffic Club of Cleveland at 
the Hotel Cleveland February 4. 








The program for the twenty-seventh annual dinner of the 
Milwaukee Traffic Club, to be given at the Hotel Pfister Jan- 
uary 20, includes H. A. Scandrett, president of the Milwaukee, 
as the principal speaker, and Count Ernesto Russo, who will 
talk on “America as I Found It.” Rev. A. H. Lord, rector of 
St. James Episcopal Church, will give the invocation, and Harry 
B. Hall, vice-president of the American Appraisal Company, will 
be toastmaster. 





An interesting program is promised for the first meeting 
under its new administration of the Grand Rapids Transporta- 
tion Club at the Masonic Temple January 21. Cards and other 
entertainment will follow the meeting. 





The Industrial Traffic Club of San Francisco held its regu- 


LINE 


GOUTH SHORF 
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lar meeting at the Commercial Club January 12. Bills befo 
Congress proposing changes in railroad regulation anq Other 
matters of current interest were discussed. 





The Seattle Transportation Club will hold its annual banquet 
and installation of officers in its club rooms January 16, Thy 
following have been elected: President, J. B. Armstrong, aggig. 
ant general freight agent, American Mail Line; first vice-prey, 
dent, D. R. Ostranger, general agent, D. S. S. & A.; second vicg, 
president, C. H. Carlander, general manager, Puget Soung 
Freight Lines; secretary-treasurer, R. F. Janeck, district freight 
agent, McCormick Steamship Company; directors, R. J. Ache. 
son, district manager, Nelson Steamship Company; P. A. Auley. 
bacher, freight traffic agent, Union Pacific; L. C. Monrge 
assistant traffic manager, Union Oil Company. ' 

At a meeting of the Transportation Club of Louisville Jap. 
uary 28 at the Brown Hotel J. R. Turney, vice-president, 
Louis Southwestern, will be the principal speaker. The Rey. 
Charles W. Welch, pastor of the Fourth Avenue Presbyteriay 
Church, will give the invocation. Dinner will be served ani 
there will be entertainment. Following the dinner a ghor 
business session will be held, at which proposed changes in the 
constitution and by-laws of the club will be voted on. 








At the eighth annual meeting of the Traffic Club of the 
Rochester Chamber of Commerce Thomas H. Woodlock, con. 
tributing editor of the Wall Street Journal and former con. 
mission, will speak on “What Are We to Do With Our Rail 
roads?” The meeting will be held in the Chamber of Con. 
merce January 28. 





Causes of existing economic troubles of the country wer 
discussed by Charles E. Miller, general attorney of the Central 
of New Jersey, in an address before the Traffic Club of Newark 
at the Chamber of Commerce January 4. There was an atteni- 
ance of about two hundred. Mr. Miller expressed the view that 
the bankers of the country would receive a considerable pari 
of the blame for present conditions when the history of the 
times was written. Among other things he stressed rapidly 
increasing taxation as one of the evils confronted by business 
and declared that, “if railroad labor accepts a ten per cent 
cut for a limited time, I feel that it will be making a contribu 


O Miles 
of Industry 


Straight through the heart of one of the world’s 
greatest industrial centers goes the South Shore Line. 
The 90 miles between Chicago and South Bend (Ind.) 
are dotted with South Shore delivery points for freight. 
Here, in this mighty focus of industry, where millions 
of tons of goods and materials are transformed into 
manufactured products weekly, prompt deliveries are 
appreciated. That is why many plant executives 
throughout the area like to see shipments come via 
South Shore. 


The South Shore Line connects directly with 14 rail- 
roads and with all other roads entering Chicago through 
3 belt systems. Consign your next shipment via South 
Shore Line. In the meantime, write Wm. Petersen, 
Traffic Manager, South Shore Line, 72 West Adams 
Street, Chicago, for complete information. 


CHICAGO 


SOUTH SHORE & SOUTH BEND 


RAILROAD 
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tion to the common cause very nearly equal to that of the men 
who served overseas in the last war.” 





New officers of the Portland Transportation Club and of 
the Portland Industrial Traffic Club were installed at a joint 
meeting of the two organizations at the Multnomah Hotel, Port- 
land, Ore., January 9. Dinner was served. The transportation 
club officers are as follows: President, Lee Metcalf, contract- 
ing freight agent, Great Northern; vice-president, Harry Bauer, 
owner and manager, Portland-Astoria-Seaside Truck Line; 
secretary-treasurer, Fred Nelson, traffic manager, Simmons Saw 
and Steel Company; directors, Harold Cherry, soliciting freight 
agent, States Steamship Company; Hugh J. O’Neill, freight traf- 
fic agent, Union Pacific; Stuart A. Ironside, freight traffic man- 
ager, General Petroleum Corporation. The following traffic 
club officers were installed: President, D. B. Lewis, traffic 
manager, Montgomery Ward & Co.; vice-president, Fred W. 
Richwold, traffic manager, Blumauer-Frank Drug Company; 
secretary, Fred Lord, traffic manager, Cutler Manufacturing 
Company; treasurer, C. R. McClellan, traffic manager, True Blue 
Division, Loose-Wiles Biscuit Company; directors, C. J. Roper, 
trafic manager, Marshall Wells Company; W. A. Curtin, sec- 
retary, Portland Traffic and Transportation Association; V. E. 
Amoth, traffic manager, Osmund & Co. 





At its luncheon at the Jefferson Hotel January 18 the Traffic 
Club of St. Louis will have as speaker Lee L. Daly, president 
of Daly & Co., investment bankers, whose subject will be “The 
Effect of the Railroad Crisis on Banks, Insurance Companies 
and Trusteeships.” 


TRAFFIC COLLEGE ALUMNI 
The Alumni Association of the College of Advanced Traffic 
will have its monthly dinner and business meeting Tuesday, 
January 19, at the Boston Oyster House. Inasmuch as this is 
the first meeting of 1932, it will be in charge of the new officers. 
The entertainment committee has arranged a program and a 
large attendance is expected. 





CONDITION OF EQUIPMENT 


Class I railroads on December 15 had 194,400 freight cars in 
need of repairs, or 8.9 per cent of the number on line, according 
to the car service division of the American Railway Association. 
This was a decrease of 1,924 cars below the number in need 
of repair on December 1, at which time there were 196,324, or 
nine per cent. Freight cars in need of heavy repairs on De- 
cember 15 totaled 144,205, or 6.6 per cent, a dcerease of 151 
cars compared with the number on December 1, while freight 
cars in need of light repairs totaled 50,195, or 2.3 per cent, a 
decrease of 1,773 compared with December 1. 

Class I railroads on December 15 had 7,004 locomotives ‘in 
need of classified repairs or thirteen per cent of the number 
on line, according to reports filed by the carriers with the car 
service division of the American Railway Association. This was 
an increase of 168 locomotives above the number in need of 
such repairs on December 1, at which time there were 6,836 or 
12.7 per cent. Class I railroads on December 15 had 10,290 
serviceable locomotives in storage compared with 10,361 on 
December 1. 


DOCKET OF THE COMMISSION 


January 18—Norfolk, Va.—Examiner Wilson: 
24791 (and Sub. 1)—Southgate Brokerage Co., Inc., trading: as South- 
gate Produce Co. vs. A. C. L. R. R. et al. 
January 18—Argument at Washington, D. C.: 
17000, part 8—Rate structure investigation—cottonseed, its products 
and related articles (and cases grouped therewith). 


January 18—Gainesville, Fla.—Examiner Sullivan: 
Finance No. 8882—S. A. L. Ry. proposed abandonment. 


January 19—Chicago, Ill.—Examiner Trezise: 

23130—Intrastate rates on bituminous coal between points in Illinois. 
January 19—New York, N. Y.—Examiner Maidens: 

24726—Federated Metals Corp. vs. Pa. R. R. et al. 


January 20—Baltimore, Md.—Examiner Wilbur: 
24320—Baltimore Coal Exchange et al. vs. B. & O. R. R. et al. 
24653—John P. Agnew & Co., Inc., et al. vs. B. & O. R. R. et al. 


January 20—New York, N. Y.—Examiner Maidens: 
~—, (and Sub. 1 to 4, incl.).—Cannon & Jones et al. vs. Pa. R. R. 
al, 


January 20—Chicago, Ill.—Examiner Crowley: 

24801—Mayfair Coal Co. et al. vs. C. M. St. P. & P. R. R. et al. 
January 21—Washington, D. C.—Examiner Disque: 

1. & S. 3685—Coal from B. & O. R. R. mines to eastern points. 


January 21—Somerville, Tenn.—Examiner Sullivan: 
Finance No. 8960—Application Southern Ry. for authority to aban- 
don its Moscow-Somerville Branch. 
January 22-New York, N. Y.—Examiner Maidens: 
—~ Kardonsky vs. Pa. R. R. et al. 
ogee A. Stewart & Co. et al. vs. A. & R. R. R. et al. 
196 (Sub. 1)—J. C. Lee vs. S. A. L. Ry. et al. 
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CALMAR LINE 


INTERCOASTAL SERVICE 


ARRIVES 




















Voy- 
STEAMER | age Phila- Seattle 
No. |Baltimore delphia and 
Tacoma 
PORTMAR 17jJan. 19 
ALAMAR 
YORKMAR 
LOSMAR 
VERMAR 5 " . , 
TEXMAR 1]Mar. 24|Mar. 28|/Mar. 30jApril 3jApril 6 
FLOMAR 15}April 7|April 11}/April 13})April 17]/April 20 
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PORTMAR | 8 /April 10 ay 8|May 12|May 14|May 16|May 18 
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(Subject to change without notice) 


Show on all orders 


CALMAR LINE 


Intercoastal Service 


Calmar Steamship Corporation 


For information regarding rates, etc., apply to nearest office: 
Boeinent HSCORMAC, CG; Gon A 
Chieage, ‘iu. 140 8. Dearborn’ 8t. 

Detro —_ me | — Bk. Bidg. 


New Y 
Philadelphi 
Pittsburgh, 


SWAYNE & HOYT, LTD., Agents 

Los Angeles, Cal., 631 Central Bidg. 
Oakland, Cal., ist and Market Sts. 
Portland, Ore., 911 Bd. of Trade Bidg. = 
San Francisco, Cal., Matson Bldg. : 
Seattle, Wash., 1519 Railroad Ave., South = 


Regular Piers 


Vo. §& way 
Pa., Bourse Bidg. 
a., Oliver Bidg. 


Pacific Coast 


Los Angeles—230-B Terminal Island 


Baitimore—PI q . * Oakland—Howard Termina 
P Port uae ~— & Portiand, Ore.—No. | Soraate Terminal 


elsco—Pler N 
Philadelphla—Pier 27-N, Reading Co. 


Atlantic Coast 


San Fran 0. - 
Seattio—Atlantle Dock Terminal 





Distribution—Storage— 
Forwarding of 
General Merchandise 


S. N. LONG WAREHOUSE 


SAINT LOUIS, MISSOURI 
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Southern Steamship Company 


(Pioneer Steamship Line to Houston) 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
- From Houston ...... Mondays and Thursdays 


Low Rates Thru Package Cars 


¥ 
| 


Quick Dispatch 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 








seouennneraenononenenanenannneagenenvansassersaconsnenenensuntensencevenevsenenenvarssegenseesnconcentonseooeoveossnneenenanennesegsgeoseosenssoececeenevecnsneeneeerseersnsneetiniey 


peseenvaneneneteeneny 








PAGE 160 








ONS NCUaEDOROEDeNEaUoaneoneneanedeccuensecesuacegsonsapesienrensonenscenscensenietsres 


ATTORNEYS at LAW 


Practicing Before the 
Interstate Commerce Commission 


no veneeneneevonaeenenpnonersenneensnncnsnens onesie 


HARRY C. AMES 


ATTORNEY AT LAW 


H 
i 
| 
Successor te Keene & Ames 
Formerly Attorney and Examiner 
Interstate Commerce Commission 
Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 


Philcade Building, Tulsa, Oklahoma 
Oklahoma City Office: 
709-10 Cotton-Grain Exchange Building 


PAYSOFF TINKOFF 


ATTORNEY AT LAW 


—and— 
CERTIFIED PUBLIC ACCOUNTANT (ILL.) 
SPECIALIZING 


—in— 
INTERSTATE COMMERCE CLAIMS 


—and— 
FEDERAL TAXES 


1540 BUILDERS’ BUILDING CHICAGO, ILL. 





CunnnenacbennnansanneenenennannnensennenenneeesonuenELONenerOUeneneneennnseeGueneenenennnensnonencneenpoanensnnrnononennonensoounepsaenseannoneconoEDAeeSOnESORECOEAONOeODOooONeeOoOseEDOOCENOoOGccnOEONOOoEDODoEOOOoNDOeanoEecnONsEeNeR 


‘CHUUOEOOANEDOMALDL DN DUGNGDLANONOONAERONORALONEAEOOAOEONAEEONOOLOO ALOE ODONLOnoDONOONAbOaNNRo ONE OO sESDNOANEDONL UDA sORANEEDDOEEDOOORODO SOLO ADOLDDOODOLONEODO DED OOONDUORNCOL DONS sLONoONEONO DUOCERONOCNOOOeDDOEDSaseneS 





Woansnnancasnansananeenvagenacnenscnonsooasonedneuonon sins sencesnnessuane eoucssecoecsennvansoocuenntsavensensesousensesnencercvenssecscsnnensceneny 


TRAFFIC MANAGERS 


BISHOP & BAHLER Traffic 


Incorporated September 16, 1914 


' 





TRAFFIC MANAGERS and 
dau yy and State. Commniooton” Cases 
16 Commerce Attorney Commerce 
1980 Broadway **iteact Omees $69 Pine St. Specialists 


Oakland, Calif. San Francisco, Calif. 





HENRY J. SAUNDERS 


CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Valuation 
Experts 


| Interstate 
E. W. HOLLINGSWORTH 















LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 
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January 22—Chicago, Ill.—Examiner Trezise: 
24601—Minnesota-Atlantic Transit Co. and Detroit Trust Co,, re. 
ceiver, vs. C. M. St. P. & P. R. R. et al. (further hearing). 


January 22—Chicago, Ill.—Examiners Crowley and Jensen: 
22201— Berkowitz Envelope Co. vs. A. T. & S. F. Ry. et al. (further 
hearing). 
24895—In the matter of rates, ratings and minimum weights of ep. 
velopes in carloads. 


January 25—Boston, Mass.—Examiner Maidens: 
24619—Hamilton Emery & Corundum Co. vs. B. & A. R. R. (N.Y, ¢ 
R. R., lessee). ‘ 


January 25—Marianna, Ark.—Examiner Sullivan: 
Finance No. 9021—Application of L’Anguille River Ry. for permis. 
sion to abandon its railroad. 
January 25—New Orleans, La.—Examiner Mattingly: 
17000, part 3—Rate Structure Investigation, cotton (and cages 
grouped therewith) (further hearing). 


January 25—Miami, Fla.—Commissioner Tate and Examiner Hill: 
ry and Traffic Board, Miami, Fla., et al. vs. F. E. C, Ry, 
et al. 


January 25—Argument at Washington, D. C.: 
22752 (and Subs. 1 to 4, incl.)—Armour & Co. et al. vs. A. T, & 
S. F. Ry. et al. and (cases grouped therewith). 
January 25—Washington, D. C.—Examiner Molster: 
* Finance No. 9003—Application Niagara Junction Ry. for authority 
to acquire control by lease of the railroad and properties of 
Niagara Gorge R. R. 


January 26—Argument at Washington, D. C.: 
24099—Missouri Gravel Co. vs. C. B. & Q. R. R. et al. 
24132—-American Popcorn Co. vs. A. T. & S. F. Ry. et al. 
24196—Standard Briquette Fuel Co. vs. A. T. & S. F. Ry. et al. 
24285—Traffic Bureau, Lynchburg Chamber of Commerce, for N, & 
W. Overall Co., Inc., vs. Sou. Ry. et al. 
January 26—East Jordan, Mich. Michigan Public Utilities Commis- 
sion: 
* Finance No. 8974—Application East Jordan & Southern R. 
authority to abandon its railroad. 


January 27—Memphis, Tenn.—Examiner Peyser: 
17561—American Refining Co., Inc., et al. vs. A. & R. R. R. et al. 
17911—Arab Basoline Co. vs. A. & R. R. R. et al. 
18061 (and Sub. 1)—Transcontinental Oil Co. vs. A. & V. Ry. et al. 
18451—-Muscle Shoals Oil Co. et al. vs. A. T. & S. F. Ry. et al. 
20675—Col-Tex Refining Co. vs. T. & P. Ry. et al. 
22252—Jackson Traffic Bureau et al. vs. A. T. & S. F. Ry. et al. 
23957—-Mid-Continent Petroleum Corp. vs. I. C. R. R. et al. (these 

three cases present similar issues). 


January 27—Chicago, Ill—Examiners Mackley and Hall: 

15037—Southwestern Millers’ League et al. vs. A. T. & S. F. Ry. 
et al. 

24676—Minneapolis Traffic Assn. et al. vs. A. A. R. R. et al. 

24725—Omaha Grain Exchange of Omaha, Neb., vs. A. A. R. R: et al. 
(adjourned hearing). 

24799—Southwestern Millers’ League vs. A. & S. Ry. et al. 

24802—Duluth Board of Trade et al. vs. A. A. R. R. et al. 

24926—Atchison Chamber of Commerce et al. vs. Alton R. R. et al. 


January 27—Minneapolis, Minn.—Examiner Pyne: 
1. & S. 3659—Potato rates in W. T. L. territory. 


January 27—Argument at Washington, D. C.: 
23748 (and Sub. 1)—Lake County Oil Mill vs. I. C. R. R. et al. 
23854—-Cities Service Oil Co. et al. vs. C. & N. W. Ry. et al. 
24239 (and Subs. 1 to 4, incl.)—Auto Gas & Supply Co. et al. vs. 
A. T. & S. F. Ry. et al. 
24269—Butler Consolidated Coal Co. vs. B. & O. R. R. 





R. for 












RICHMOND, VA. | 


Storers, Distributors and Forwarders 
of General Merchandise 
175,000 Square Feet Floor Space 
Sprinkled Buildings 
Southern R. R. Siding  20c Ins. Rate 


Virginia Bonded Warehouse Corp. 
1709 East Cary Street 














Merchandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 


CROOKS TERMINAL WAREHOUSES 


Storage and Distributing of Merchandise of Every Description 
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